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Recent issues of Public Roads have contained Chapters on 
“State Highway Management, Control and Procedure.’’ It was 
the original intention to give in each issue the chapters devoted 
to eight or ten States, but it has not been possible to do this. 
The articles have, however, been of such interest and the demand 
for the additional chapters is such, in connection with pending 
road legislation in many States, that in order to make them 
available at once, most of the space in this issue is devoted to 
the completion of the series. 

Owing to the necessarily limited edition of this publication 
it will be impossible to distribute it free to any persons or insti- 
tutions other than State and county officials actually engaged in 
the planning or construction of highways, instructors in highway 
engineering, periodicals upon an exchange basis, and Members 
of both Houses of Congress. Others desiring to obtain ‘‘Public 
Roads’’ can do so by sending 15 cents for each number or $1.50 
for annual subscription to the Superintendent of Documents, 
Government Printing Office, Washington, D. C. 
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BRICK PAVEMENTS IN THE MIDDLE WEST. 


Report of Inspection by A. T. GOLDBECK, Engineer of Tests, and F. H. JACKSON, Assistant Testing Engineer. 


HE following report is 





7 based on a _ recent 

inspection by the au- 
thors of a large number of 
brick roads throughout the 
Middle Western States. 
Although particular atten- 
tion was given to a study 
of the merits of ‘‘semi- 
monolithic” and ‘‘mono- 
lithic”? brick roads, other 
points affecting the design 
and construction of brick 
highways were studied as 
well. The behavior under 
traflic of various types and 
sizes of brick, as well as 
different joint fillers, was 
noted and compared, and 
numerous modifications in 
design and interesting de- 














tails of construction, etc., 
were observed. Further- 
more, every failure encountered was analyzed for the 
purpose of determining its cause as well as suggest- 
ing means for guarding against similar failures in 
future work. In this way it was hoped that first- 
hand information might be obtained regarding the 
various problems encountered in the construction of 
brick roads, as well as the possibilities in the way of 
modification in design to meet different conditions. 

The tour of inspection extended over city streets 
and county highways in six States—Ohio, Indiana, 
Illinois, Iowa, Missouri, and Nebraska and covered 
a period of 16 days. One of the outstanding results 
was the remarkable state of preservation of roads 
that had been under traffic for from 20 to 25 years. 

A detailed report of the various streets and roads 
examined follows: 


CLEVELAND’S OLD STREETS GOOD. 


Most of the pavements in the city proper are laid 
on @ natural-soil foundation, which, in the main, 
consists of a fine sandy loam. Most of these old 
streets are in good condition, and such longitudinal 
cracks as have formed are probably the result of poor 
drainage. Where good drainage conditions were 
found, very few longitudinal cracks were in evidence. 
Various failures of grouted brick streets laid on sand 
cushions were noted. These included the character- 
sitic arching of the grouted brick surface over thesand 
cushion, due to expansion as well as the falling 


CONCRETE BASE, CONNEAUT, OHIO, SHOWING RESULT OF SLOPING JOINT. 
CAUSED ONE SECTION OF BASE TO SLIDE UP AND OVER THE OTHER. 


(3) 


EXPANSION HAS 


away of the sand cushion due to the vibration of 
traffic. This condition was particularly noted at 
street intersections and was determined by listening 
to the peculiar rumbling sound made by iron-tired 
vehicles when driven over the street. Spalling at 
the joints of the brick was likewise frequently ob- 
served. This condition was brought about by im- 
perfect penetration of the grout into the joints, 
which had become partially filled with sand -.forced 
up into them from the underlying sand cushion 
during the rolling of the brick, or to too thin a joint 
due to imperfect lugs. 

It was stated that about 75 per cent of the brick 
streets of Cleveland are laid on natural soil-founda- 
tion. Practically all of the older streets are con- 
structed with standard re-pressed block, with cement 
grout filler. The present standard construction in 
the city, however, provides for a monolithic or 
semimonolithic street with a 4 to 6 inch concrete 
base, sand-cement bed, and wire-cut lug brick. 

A number of the older brick streets of West Cleve- 
land were examined for the purpose of noting their 
condition after 18 or 20 years’ service on the natural 
soil foundation. These streets were laid about 1900, 
and with one exception are in very good condition 
to-day. Their general freedom from longitudinal 
cracks appears to be due principally to the fact 
that they were laid on a naturally well-drained 
subsoil. 





The results of using a poor grade of brick were 
noted on West Fourteenth Street, which is a through 
street extending west from the center of the city. 
Brick in this case were laid on a 6-inch concrete 
base, with 2-inch sand cushion. Pockets varying in 
size from less than a square foot to_1 or 2 square 
yards were frequently observed. They were due 
probably to the use of inferior brick in the pavement 
or possibly to an excessive sand cushion. The 
rattler loss on these brick was stated at 30 per cent, 
old rattler test. 

A number of streets in the eastern part of Cleve- 
land, in general, showed characteristics as men- 
tioned above. One very old sand-filled pavement 


made with building size brick was of particular 


interest in view of its splendid condition after about 
25 years of service. The edges of the brick were 
somewhat worn and rounded, but otherwise there 
was no appreciable wear. 


ON THE CLEVELAND-AKRON ROAD. 


Inspection of the Cleveland-Akron road brought 
out some very interesting facts. This road has 
failed recently at a number of points due to the 
present extremely heavy traffic between the two 
cities. This traffic consists principally of very 
heavily loaded automobile trucks and_ local 
officials claim that the road carries a greater tonnage 
than any other intercity highway in the United 
States. The following table shows the construction 
record for the road: 


Sec- | 


tion. Between limits. = Built— Construction. 

1 | Cleveland-Tinker Creek............ 6.2 1906 Brick. 

2 | Tinkers Creek, Top of Hill......... .2) 1916 Do. 

3 | Top of Hill, Summit County line. . 2.8 1916 | Asphalt-concrete. 
4 | County line, Twinsburg Township. 2.4 1915 | Brick. 

5 | Twinsburg Township, Twinsburg . a3 1912 Do. 

6 | Twinsburg-Stow Township line.... 4.1 1913 Do. 

7 | Stow-Hudson line, Cuyahoga Falls. 7.0 1912 Do. 

8 | Cuyahoga Falls, Cuyahoga Falls -4 1916 Do. 

Avenue. 
9 | Cuyahoga Falls Avenue, Akron.... 1.0, 1912 Do. 





Section 1, laid on rolled slag base with 2-inch sand cushion. 

Section 2, laid on 6-inch concrete base, 1-inch cement-sand cushion. 
Section 3, 2-inch top on 7-inch concrete base. 

Section 4, laid on 4-inch concrete base on 2-inch crushed slag cushion. 
Section 5, laid on concrete base on 2-inch sand cushion. 


The failures on this road had either been repaired 
or were being repaired at the time of inspection. 
They occurred for the most part in the early spring 
of 1918, and in nearly every instance could be traced 
directly to poor drainage conditions. More failures 
occurred on section 1, which was laid on a rolled 
slag base, than on any of the other sections of the 
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road. 


The conditions observed were probably due 


_ to the overloading of the base by traffic at a time 


when the earth foundation was saturated with water, 
thus greatly decreasing its bearing value. An in- 
spection of various places on the road where failures 
had taken place confirmed this theory. 


THE CUYAHOGA COUNTY ROADS. 


Most of the roads inspected in Cuyahoga County 
had been down for some years and were of the stand- 
ard sand cushion type. The outstanding features 
noted were the large number of longitudinal cracks, 
and also the typical failures due to the pushing up 
during construction, of the sand cushion between 
the brick joints, which resulted in imperfect grout- 
ing. Failures of sand cushion pavements in this 
way are to be noted in a great many instances and 
are characterized by the cracking of the brick in 
small areas, sometimes accompanied by the flaking 
off of the top surface. 

None of the roads in Cuyahoga County is sub- 
jected to the extremely heavy traffic carried by the 
Cleveland-Akron road. Typical foundation failures 
of the extreme type noted in the Cleveland-Akron 
road therefore were not in evidence, although there 
are places where failure of the pavement could be 
attributed to insufficient bearing value of the sub- 
grade. By referring to a soil map of Cuyahoga 
County, it will be noted that the predominating 
soil is a clay loam and this, in all probability, is 
highly retentive of moisture The high percentage 
of longitudinal cracks observed may be attributed 
to this characteristic of the soil, which permits great 
expansive action due to the severe frost in this 
section. 

Two recently laid monolithic brick roads were in 
very good shape, but were somewhat rougher than 
the standard sand cushion type. 


AT CONNEAUT, OHIO. 


Of the brick streets in Conneaut, Ohio, Main 
Street was of peculiar interest on account of the fact 
that it was laid about 25 years ago, and had been 
continuously subjected to a considerable amount of 
traffic such as might be expected on the main street 
of a town with a population of 12,000. This street is 
also on the main highway between Cleveland and 
Buffalo and the East. 

When visited, the street department was about to 
repair a heave which had occurred some years before, 
and it was decided to inspect the work of removal of 
the brick, in an effort to determine the cause of t 
failure. Upon removal of the brick it was nord 
that the sand cushion hed not separated from ‘\1¢ 
brick that had heaved, but had readjusted itself 
under them, showing that the failure was not pr 
marily due to expansion of the brick pavem:'t. 
Upon removing the sand cushion it was found tat 





a 





the heave had taken place over a sloping joint in the 
concrete bass and that it was due to the sliding up 
of one section over the other when expansion of the 
base took place, thus causing the brick surface to 
rise. Fortunately, one of the workmen who con- 
structed this street was detailed to make the repairs 
and had a distinct recollection that the day’s work 
was ended at this particular spot. He also stated 
that broken stone had been used in the concrete on 
one side of the joint and that gravel had been used 
in continuing work. 

This type of failure emphasizes the necessity for 
constructing joints in the concrete base by putting 
up a vertical bulkhead, such as is used in good 
present-day practice. The accompanying illustra- 
tion shows the concrete base after removal of the 
sand cushion, and the angle of slope at the end of the 
day’s work is seen very plainly. The amount of 
rise of one section over the other was about 2 inches. 
The same kind of a failure was noted one block away 
on the same street. 

An interesting instance showing the relative 
amount and kind of wear to be expected from a 
grout-filled and a bituminous-filled pavement was 
noted on a business street in Conneaut where trans- 
verse joints consisting of six or seven courses of bi- 
tuminous-filled brick were used. The edges of the 
brick at the expansion joint were battered down and 
some of the brick were badly worn, whereas the 
brick having a Portland cement grout filler were 
quite smooth along the edges and did not seem to 
be breaking out. This sort of failure is quite char- 
acteristic of the brick in many bituminous-filled 
pavements. 

An interesting case ef frost action was noted in a 
newly laid semimonolithic brick pavement. All 
construction details had received careful attention, 
yet during the winter the pavement heaved at the 
center, causing a wide longitudinal crack to form. 
Levels run by the city engineer showed the amount 
of this heave in the center to be about 3 inches, with 
very little vertical movement at the sides. The ex- 
planation was made that this difference in vertical 
movement was due to the protective action of the 
uncompacted snow at the sides of the road, which 
prevented the penetration of the frost to as great a 
depth as at the center. The city engineer likewise 
determined the frost penetration and found that at 
the center of the pavement the ground was frozen 
to a much greater depth than at the sides, thus bear- 
ing out this theory. 

It is to be noted that the subgrade on this street 
consisted of a sticky clay. In other parts of the 
city, on the other hand, pavements which had been 
laid on the sandy soil existing there remain prac- 
tically free from cracks of any kind. This is almost 
certainly due to the better drainage afforded by the 
more porous foundation, and is another instance of 

















FAILURE OF CONCRETE GUTTER ON CURVE, NEAR CONNEAUT, 
OHIO. NOTE THE SMALL BATS AT THE ENDS OF THE 
COURSES OF BRICK WHICH ARE STILL INTACT. 


the effect of the character of the subgrade on the 
pavement. When the subgrade is of a porous na- 
ture and is well drained, heaving is much less likely 
to happen than where the subgrade is composed 
largely of clay which is highly retentive of moisture 
and hard to drain. Likewise, when the frost comes 
out of the ground, the porous, easily drained soil is 
able to support the pavement under much heavier 
live loads than is the poorly drained moisture retain- 
ing soil, consequently decreasing the chances of a 
foundation failure. 

A type of failure somewhat common in city pave- 
ment work is shown herewith. This view was taken 
near Conneaut of a pavement laid on a rather steep 
grade on a curve, and with 1-inch sand cushion. 
The concrete gutter has been worn by traffic into 
a groove about 4 inches wide and from 2 to 3 inches 
deep. This was aided perhaps by the original width 
of the bituminous-filled expansion joint between the 
gutter and the pavement. This joint was probably 
three-fourth inch in width. It can be seen in the 
illustration that although traffic has been grinding 
along the edges of the brick pavement, none of the 
brick has been displaced, not even the small bate 
serving as fillers at the end of the courses. 





This is an extreme case of traffic grinding along 
the edge of a brick pavement. The bats at the end 
of the courses are likewise very small, so that the 
conditions are very favorable for the breaking down 
of the edges of the pavement by displacement of the 
brick. The fact that such displacement has not oc- 
curred is a good indication that the protecting action 
of a concrete curb along the sides of a monolithic 
or semimonolithic brick road is unnecessary. This 
observation was borne out in the inspection of a 
number of monolithic pavements constructed with- 
out a concrete curb or edging. 


USING VERTICAL FIBER BRICK. 


Near Conneaut, Ohio, a monolithic brick pave- 
ment was in course of construction and was of pecu- 
liar interest in that vertical fiber brick were being 
used. A detail of the brick laid on the wet con- 
crete foundation and before the grout had been ap- 
plied is shown. It will be noted that the lugs at the 
sides of this particular type of vertical fiber brick 
occupy a considerable area of the sides of the brick, 
and thus reduce the area of the surfaces to be grouted 
together, because the grout can not penetrate where 
the lugs are in contact with adjacent brick. On 
monolithic and semimonolithic work it is of the high- 
est importance that the side bond be as strong as 
possible, so as to protect the bond between the brick 
and the concrete base. This can best be secured by 
having as large a proportion as possible of the area 
between the brick filled with grout. 


ROADS IN THE VICINITY OF GOSHEN, IND. 


A very good example of the semimonolithic type 
was observed in the new Paris road near Goshen, 
Ind. It was built with a 34-inch concrete base, a 
l-inch cement-sand bed, and 4-inch wire-cut lug 
brick. The road is 16 feet wide and carries consid- 
erable through traffic. It was in very good condi- 
tion and no longitudinal cracks were noted. 

An interesting expansion failure was observed 
on the Lincoln Highway, west of Goshen, which 
at the point in question is 14 feet wide and built 
on a gravel base and 14-inch sand cushion, with 
6 by 12 inch concrete curbs at the sides. The 
failure occurred on a curve at the intersection of 
two long tangents. As a result of temperature 
stresses in the pavement during the present summer, 
the pavement was pushed out at the curve to a 
distance of 9 inches at the point of greatest move- 
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ment, leaving the curb on the inner side and sliding 
up and over the outside curb. The detail view 
shows the inner curb. The remarkable fact about 
this failure was that as far as could be observed 
there was no breaking up or crushing of the pave- 
ment itself. 

Another interesting failure was observed on 
Prairie Avenue, near Goshen. This is typical of 
a number which have taken place on this road. 
It has been down five years and is sand-cushion 
type of construction. The longitudinal cracks and 
settlement at the edges of the road probably are 
due either to the shifting of the sand cushion or 
to carelessness in construction, since the traffic 
is not heavy enough to have produced failure. 

An interesting example of failure due to poor 
grouting was observed on the East Lincoln road, 
which is 16 feet wide and was laid on a gravel base 
with 1l-inch sand bed and 6 by 12 inch curbs at 
the sides. The breaking up of the brick is due to 
poor grouting, which failed to properly protect the 
edges under traffic. This condition is typical 
where proper attention is not paid to grouting 
at the time of construction, and emphasizes the 
necessity of the utmost care being paid to this 
detail. 

ROADS NEAR PARIS, ILL. 


The Springfield road was built in 1915 and con- 
sists of a 4-inch brick surface on a 4-inch concrete 
base. It is 10 feet wide over one section and 13 
feet wide over the rest of the road. The traffic 
consists of grain and coal hauling, automobiles 
and heavy trucks. Transverse cracks have occurred 
in this road from 25 to 75 feet apart. These, 
however, are barely noticeable and do not seem to 
have any deteriorating effects on the road. The 
surface is quite smooth, and there are no signs 
of disintegration. The road is an excellent example 
of the monolithic type of construction. 

The Cherry Point road is built on a 4-inch concrete 
base with a 14-inch sand cushion and is 6 years old. 
It is rougher than the monolithic type on the 
Springfield road. The surface, however, is in very 
good condition. 

A monolithic road under construction at Paris 
was 10 feet wide with a 4-inch brick wearing surface 
and a 4-inch concrete base. A new tamping 
template was being used in constructing the concrete 
base. It is made of structural shapes in the form 
of a truck upon which is mounted a gasoline engine. 
The truck runs on the steel forms at the sides of 
the concrete base. The forward and rear I-beams 
serve to strike off the concrete. A steel frame is 
set inside of the main frame of the machine and is 
oscillated by the gasoline engine, so that the forward 
and rear beams of the oscillating frame tamp the 
concrete as the frame rocks. The rear I-beam 














of the main frame serves to give 
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the concrete a final smoothing 
off. The device is provided with 
drum and wire cable for pro- 
pelling itself forward. The con- 
crete after treatment with this 
machine is so well tamped that 
it will bear a person’s weight 
with an indentation of perhaps 
only one-eighth inch 

On this particular work the 
brick were set in the green con- 
crete immediately after laying. 
Some detail photographs were 
taken to illustrate interesting 
points in connection with the lay- 
ing of the brick. In one a num- 
ber of the brick had been removed 
from the green concrete base. 
The concrete was found to be in- 
dented, and extended up into the 














joints between the brick. The 


ridge thus formed should be of VERTICAL FIBRE BRICK READY FOR GROUT, NEAR CONNEAUT, OHIO. NOTE THE 


material aidin resisting horizontal 
shear at the plane of junction between the brick 
and concrete. The green concrete adhered to a few 
of the brick. On the other hand, many of them 
were removed without the slightest difficulty and 
without any sign of the concrete sticking to them. 
In this particular case of monolithic construction 
it is the opinion of the authors that the contractor 
was using too dry a mix. It would seem preferable 
for the concrete to be of such a consistency that the 
process of tamping will bring a thin coat of mortar 
to the top and that the brick should be set immedi- 
ately in this green soft grout. In this way very 
good adhesion should be developed between the 
brick and the concrete due to (a) better adhesion at 
the horizontal surfaces and (b) a greater projection 
of the grout up into the vertical joints. If the 
grouting of the brick were then done immediately a 
truly monolithic construction probably would result. 
There is also shown a method of laying brick on a 
curve, whereby the use of small bats is eliminated by 
‘aying the course of longitudinal brick and the trans- 
verse courses extending to this longitudinal course 
i the form of saw teeth. Treatment at the side of 
‘he pavement is shown. Here the small bats are set 
ot at the edge of the pavement, where they would 
ein more danger of being displaced, but at the inner 
‘nd of the whole brick placed along the edge. This 
etail probably aids in preventing the edge of the 
pavement from being battered by steel-tired vehicles. 


ROADS NEAR DANVILLE, ILL. 


The Danville-Tilton road is of peculiar interest 
because of its radical type of construction. It is 
built on a concrete base with a sand-cement cushion 


NARROW GROUT SPACES BETWEEN BRICK AT CERTAIN POINTS. 


and wire cut lug brick, laid on their sides with lugs 
down. Bituminous filler was used. The joints of 
this road do not seem to be well filled. The brick 
are chipping at the edges, and there are soft brick in 
spots. This road was built as an experiment about 
one year ago and its behavior is being watched with 
interest. 

The base of the Danville-Batestown road was an 
old brick road made of building brick, sand-filled, 
and laid about 15 years ago. Under heavy traffic 
the old road had settled very badly, making an 
uneven pavement. This foundation was covered 
with a course of 1-2-3 concrete, using pea-size 
gravel. Just enough concrete was used to level off 
the base. Wire cut lug brick were set directly in 
the green concrete and then grouted. At one end 
of the road 3-inch brick were used and at the other 
end the brick were 4 inches thick. 

The resurfacing work was done about one year ago, 
and the road was in good condition when inspected. 

A short section of experimental road near Dan- 
ville was built of wire cut lug brick laid on 1, 2, and 
3 inches of concrete, respectively. It was built in 
1915, and since then subjected to heavy traffic. All 
of the sections are in uniformly good shape. There is 
no difference in their appearance. It might be 
pointed out that the idea of using so thin a base as 
1 inch of concrete was simply to prevent the soil from 
being pushed up into the vertical joints in the brick, 
as well as to provide a bedding course upon which 
to lay them. More perfect grouting of the brick is 
thus insured. The same results probably would have 
been secured by the use of a 1 inch sand-cement bed, 
such as noted on other roads. 





. The condition of this 





section brings out very 
forcibly the possibilities of 
light design for the mono- 
lithic construction when 
the conditions are favor- 
able. In this, as in other 
cases of light construction 
sustaining heavy traffic, 
the underlying soil is of a 
character which permits 
good drainage so that it 
is possible to keep the 
foundation dry and thus 
maintain its bearing power. 
On the other hand, a soil 
such as the clay of Cuya- 
hoga County, Ohio, which 
retains and attracts mois- 
ture through capillary ac- 











tion and is hard to drain, 
loses the greater part of 
the bearing power it would 
possess in a dry state. Light construction would 
obviously be poor engineering under such conditions. 

It has, moreover, been observed that even a 4 to 
6 inch concrete base, as on the Cleveland-Akron 
road, although undoubtedly helping to distribute 


INCHES. 


the loads, sometimes fails to properly support the 


surface. This whole question of the character of the 
underlying soil and the part it should play in the 
design of a road surface is one that unquestionably 
deserves careful study. 

An interesting feature in connection with this 
experimental road was the fact that a previous in- 
spection made by the county engineer had shown 
that a monolithic bond existed between the base 
and the brick. He stated that he had occasion to 
take up a considerable area of this pavement after it 
had been under traffic for some time and that the 
brick adhered’ to the concrete very well. 

At Hoopeston, Ill., was noted an interesting 
method of laying brick on a curve on the Lincoln 
Highway. The brick were laid longitudinally around 
the curve, instead of transversely as in general prac- 
tice. Close inspection of this curve showed no 
fects, indicating that this method of construction is 
satisfactory. This road is 2 years old and is sub- 
jected to fairly heavy traffic. 


ROADS NEAR DIXON, ILL. 


A section of the Lincoln Highway near Dixon is 
of grouted repressed brick laid on a sand cushion 
and on old macadam base. Before the brick were 
laid the macadam base was widened, and there is 
considerable settlement at the side of the road, 
causing failure of the brick surface at these points. 


HORIZONTAL EXPANSION ON CURVE, LINCOLN HIGHWAY, NEAR GOSHEN, 
MENT IN THE FOREGROUND HAS MOVED OUT FROM THE CURB FOR A DISTANCE OF NINE 


IND. THE PAVE 


This fact emphasizes a point, which has often been 
brought out, viz, that in order to prevent unequal 
settlement of the subgrade it must receive uniform 
compaction. When additional broken stone is 
placed alongside of an old macadam road it is a very 
difficult matter to roll the shoulders to the same 
degree of compaction as in the old macadam road. 
It is the opinion of the authors that it is advisable 
to plow up the old macadam base and reroll it over 
the entire width in order that it may be compacted 
evenly, and thereby settle evenly. There are some 
longitudinal cracks in the center of this brick road. 
In general, however, the surface is in very good 
shape except where settlement has taken place. 
These bad spots probably could be repaired satis- 
factorily by the application of bituminous material 
and stone screenings. 

The Lincoln Highway west of Dixon is of semi- 
monolithic construction with a ?-inch sand-cement 
bed and a 4-inch concrete base. There is no edging 
of concrete at the sides of the road and no evidence 
of breaking down of the brick. The road is only 
one year old but is in excellent condition. There 
are very few defects except a few longitudinal 
cracks. A defect was noted in the wearing surface 
of the road where it passes over a culvert. A con- 
crete slab was used at this point and is very badly) 
worn, making rather unpleasant riding. It would 
seem desirable in all cases of culvert construction to 
carry the road surfacing clear across the culvert 
and thereby make for more uniform wear. It als: 
would seem good practice to reinforce the concret: 
base across the approaches to culverts of thi 
character. 
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ROADS NEAR STERLING, 





ILL. 


On the Lincoln Highway 
east of Sterling there is a 
re-pressed brick road on a 
gravel base. It is 16 feet 
wide and 4 miles long. 
The joints are filled with 
tar. A great deal of the 
tar has flowed out of the 
joints into the ditches at 
the sides. The edges of 
the brick do not seem to 
be well protected, as the 
joints are not completely 
filled. Although built on 
a gravel base and carrying 
fairly heavy traffic there 
are no evidences of foun- 
dation failure. 

A road 16 feet wide, con- 














structed on a gravel base 
with a 1-inch cement-sand 
cushion and 4-inch wirecut lug brick, is part of In- 
dian Head Trail, north of Sterling. It was laid in 
the summer of 1917. There is moderate traffic, with 
occasional heavy loads. The surface is in excellent 
condition, with no indications of punching through 
of the brick or breaking down at the sides. There 
are some transverse cracks, but no longitudinal. 
Transverse cracks occur at about the same distance 
as in a concrete road. The subgrade is a fine black 
loam and is not provided with tile drainage. 


DES MOINES-CAMP DODGE ROAD. 


This road is 20 feet wide and is built on a 4-inch 
concrete base with 4-inch wire cut lug brick on a 
thin sand-cement bed and has neither edging nor 
curb, The road was built in 1917 on a new fill in 
many places. The fill was placed in 1-foot layers, 
ach rolled with a heavy roller. The traffic con- 
ists of a large number of automobiles and a con- 
iderable number of heavy trucks. The surface is 
in excellent condition. A careful examination of 
the concrete base was made in several places and it 
appeared to be rather weak and porous. 

At the Des Moines end the city has put down a 
side-cut, lugless, brick pavement laid on a cement- 
send bed, with grouted joints. The joints between 
these bricks are very narrow in many places and it 
is probable that the grout has not penetrated more 
than one-half inch, judging from the appearance of 
some defective bricks that had been removed. This 
roid is provided with cross-expansion joints every 
75 feet. At about the same time the Camp Dodge 
road and the lugless brick street were laid a bitumi- 
nous concrete pavement was also put down. All 
107921—19——2 
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FAILURE OF BRICK PAVEMENT, SAND CUSHION CONSTRUCTION, GOSHEN, IND. 


three sections carry about the same traffic. In 
Camp Dodge proper there is a Portland cement 
concrete road and all four of these sections will, for 
some time in the future, be subjected to very heavy 
traffic leading to and through Camp Dodge. An 
interesting comparison of different types and con- 
struction is here furnished, and a future inspection 
should prove to be very instructive. 


ST. LOUIS, MO. 


Present practice in the construction of brick 
streets in the city of St. Louis makes no provision 
for expansion joints at street intersections. A 
number of semimonolithic brick streets using 1:3: 6 
concrete foundation and 1-inch sand-cement bed 
have been constructed recently along the above 
lines and no evidences of expansion failures at street 
intersections have as yet been noticed. 

A semimonolithic brick street in which a type of 
expansion joint consisting of one course of wood 
block across the street every 100 feet was observed. 
This road has a 6-inch concrete base, 1-inch sand- 
cement bed for part of the way, and limestone 
screenings for the rest of the distance, and 4-inch 
brick. The use of limestone screenings in place of 
sand in the cushion is an improvement over the old 
standard construction in that there is much less 
likelihood of the cushion pushing up into the joints 
when the brick are rolled. Subsequently a number 
of streets were built, using this construction. 

The oldest brick street in St. Louis was observed 
on Euclid Avenue and found to be in good condition, 
although laid about 25 years ago. Traffic on this 
street, however, is not heavy at present. The joints 
are sand filled. 








A brick intersection laid 
in December, 1915, on the 
north and south road as 
a demonstration of semi- 
monolithic construction is 
in the form of a cross with 
three arms 200 feet long 
and the other 360 feet long. 
All but the outer 160 feet 
of the long arm was built 
on a 4-inch concrete base, 
using 4-inch brick. The 
outer 160 feet was laid on 
a 2-inch concrete base. 
The traffic on this road is 
very heavy and has caused 
a number of local failures, 
such as longitudinal cracks, 
transverse cracks, brick 
spalling at the joints, 
broken brick, etc. The 











surface is very badly 
broken up, a condition particularly noticeable at 
the extreme end of the section. An analysis of this 


failure indicates that it is due primarily to poor 
grouting combined with an inferior quality of brick. 
The appearance of the longitudinal crack would like- 
wise indicate that some settlement had possibly 


taken place. This condition emphasizes very 
strongly the necessity of properly filling the joints in 
the brick with grout, thereby forming a truly mono- 
lithic surface. This undoubtedly would have pro- 
tected the brick and to a certain extent would have 
prevented the breaking up which was observed: It 
was suggested at the time that a much better pene- 
tration of the grout would have been secured by the 
use of a modern machine grout mixer instead of the 
old-style box mixer which was used. This experi- 
ment clearly demonstrates what may be expected to 
happen to a brick pavement subjected to heavy 
traffic when all the details of construction are not 
very carefully observed. 
NORTH ALTON, ILL. 

An example of light monolithic brick pavement 
was inspected at North Alton, Ill. A short section 
of road 12 feet wide was laid on the main highway 
leading north from Alton. ‘The construction was 
4-inch brick laid on a 2-inch 1: 4 sand-cement bed, 
with no concrete base or edging. There appeared to 
be no evidences of foundation failure, in spite of the 
very light base. The condition of the brick and of 
the grouted joints was likewise good. This is a very 
good example of the possibilities of light monolithic 
construction under favorable conditions of subsoil 
and drainage. 

KANSAS CITY, MO. 

An instance of rather poor grout penetration was 

observed in Kansas City on old Twenty-fourth 
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Street, which carries very heavy traffic, consisting 
principally of horse-drawn and motor trucks hauling 
from railroad yards. The pavement is laid on an 
8-inch concrete base and consists of vertical fiber 
jug brick on sand cushion. The pavement is in 
fairly good condition in spite of the heavy traffic. 
Small local failures due to spalling of the brick were 
observed. That this condition was due to poor 
grout penetration was borne out by an inspection of 
a number of brick which had been taken out to make 
a cut. Very few brick showed evidence that the 
grout had penetrated to ‘a depth greater than one- 
third that of the brick. 

On Roanoke Road there is an example of the use 
of an asphalt filler. This pavement was laid on an 
8-inch concrete base, with sand cushion and 4-inch 
vertical fiber-lug brick. The asphalt was squeegeed 
into the joints, the excess being allowed to flow over 
the surface of the pavement so as to form an asphalt 
wearing mat or carpet, which entirely covers the 
brick. This road is 5 years old and the asphalt mat 
is still adhering in spots. In other places it has worn 
away entirely exposing the brick. About the only 
evidence of failure observed on this road was a cer- 
tain amount of wear on the brick, due probably to 
the impact of traffic on the unprotected edges. 

Another example of an asphalt-filled pavement was 
noted on Thirty-ninth Street. This pavement like- 
wise was laid on an 8-inch concrete base, using 
4-inch vertical fiber-lug block on a sand cushion. 
The street has been down three years and, except for 
the fact that the asphalt does not appear to b 
adhering to the joints very well, is in good condition. 

An instance of the use of lugless vertical fiber 
block with an asphalt filler was observed on Prospec' 
Avenue. This street is about 14 years old. The 





joints of the brick in 





this case had apparently 
been very poorly. filled, 
due either to an attempt 
to use the filler at toolow 
a temperature or to the 
fact that the spaces be- 
tween brick were not wide 
enough. This resulted in 
an excess of asphalt on 
top in some places, while 
in others such filler as 
originally found its way 
into the joints has been 
pulled out by traffic. 
On Vine Street, from 
Twenty-fifth to Twenty- 
seventh, there was a job 
under construction. This 
was of lugless vertical fi- 
ber block on an 8-inch 














; : TAMPING TEMPLATE FOR MECHANICALLY PREPARING CONCRETE BASE TO RECEIVE BRICK 
concrete base with 1-inch 


sand cushion and cement 
grout filler. ‘The principal feature of interest about 
this job was the extremely poor manner in which the 
brick were being laid. An inspection of the joint 
on a single course showed the space between courses 
to vary from nothing to as much as an inch. It is 
obvious that proper grouting under these conditions 
would be impossible. 


LINCOLN, NEBR. 


A number of asphalt-filled brick streets and roads 
in and around the city of Lincoln, Nebr., presented 
outstanding features that may be summed up as 
follows: They range in age from 3 to 7 years, and are, 
for the most part, laid on a 5-inch concrete base, 
composed of 1 part cement and 6 parts of fine local 
zravel 1 inch sand cushion and vertical fiber-lug block. 
\s in Kansas City, the hot asphalt, ranging in tem- 
perature from 350 to 450° F., is squeegeed into the 
joints and considerable excess allowed to flow over 
the surface of the street which, with a sand covering, 
forms & Wearing mat or carpet which remains intact 
‘orsome time. The most interesting example of this 
construction was found on South Street west from 
Tenth. This street is 7 years old and is subjected 
\o very heavy traffic. It is in excellent condition, 
with the asphalt mat still adhering in spots. On the 
«xposed portions of the brick surface an examination 
failed to show any appreciable wear at the joints of 
the brick. This is one of the best asphalt-filled 
brick streets examined. 


OMAHA, NEBR. 


A number of streets inspected in Omaha include 
some old sand-filled streets, such as the Dodge Road, 
which are still in good condition. These are laid for 


WITHOUT THE USE OF SAND-CEMENT BED 


the most part on a 5-inch concrete base, using re- 
pressed block. The modern streets are practically 
all asphalt-filled vertical fiber brick. The lugless 
vertical fiber brick are now being tried under the 
assumption that the kiln marks and warping of the 
brick may be utilized instead of lugs to form the 
proper spaces between the brick courses. They have 
not been in service long enough to form any con- 
clusions as to their practicability. An isolated 
example of the use of an old lugless block was shown 
at Twenty-second and Chicago Streets. This is a 
brick street laid about 18 years ago on an old con- 
crete base. The brick were building brick size 
without lugs, laid on edge, and filled with a 1:1 
cement mortar grout. This street is in very good 
condition, the grout giving every indication of hav- 
ing penetrated properly. The traffic is not heavy. 
Inasmuch as the grout spaces appear to be very uni- 
form it is to be presumed that considerable care was 
used in forming the joints. 


GENERAL DISCUSSION. 


Unfortunately the inspection did not include 
examples of brick pavements having a bituminous 
mastic filler. The following discussion, which does 
not include this type of construction is based upon 
the observations made by the authors during this 
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inspection as well as upon 





the experiences of engi- 
neers and contractors who 
have done a great deal of 
work along this line. 

The brick road con- 
sidered as a structure di- 
vides itself into (1) the 
foundation or subgrade; 
(2) the base course; (3) the 
cushion or bedding course; 
(4) the brick wearing 
course; and (5) the joint 
filler, and a general discus- 
sion of all brick roads 
naturally lends itself to a 
discussion of these various 
divisions. 

TYPE OF FOUNDATION OR 
SUBGRADE. 











In a very large number 
of the roads inspected 
there were to be observed many evidences of foun- 
dation or subgrade failures, and the importance of a 
study of subsoil conditions was very forcibly im- 
pressed on the writers. It has been pointed out 
that a great many longitudinal cracks were observed, 
and these occurred on fills where there was appar- 
ently good drainage, as well as in localities where the 
drainage was obviously bad. The character of the 
soil seemed to play a very important part in influ- 
encing the number of longitudinal cracks, and it 
was very evident that sticky, clay soils that would 
retain a large amount of moisture and undoubtedly 
show considerable heaving during freezing and thaw- 
ing weather were much more likely to produce longi- 
tudinal cracks than were the more porous, sandy 
soils. Specific instances of brick pavements in the 
city of Conneaut, Ohio, some laid on a sandy founda- 
tion, and others on a clay foundation, have already 
been noted—those on the clay foundation having 
cracked and heaved, those in the sandy part of the 
town having remained intact. Throughout the 
sections visited the same general condition existed. 

It can not be too strongly urged that a thorough 
study must be made of the underlying soil and the 
drainage conditions before attempting to design a 
road for a particular locality. It should be noted 
also that certain kinds of soils are not susceptible of 
drainage by the methods ordinarily practiced, using 
tile drains and French drains along the side of the 
road. It is apparent that capillarity plays a very 
strong part in influencing the retention of moisture 
by the subgrade, even though apparently good 
drainage facilities are provided. A thorough study 
of capillarity and methods of draining various kinds 
of soils would be of great benefit. 


SHOWING JOINT BETWEEN BRICK AND CONCRETE BASE 


MONOLITHIC BRICK ROAD CON- 
STRUCTION, PARIS, ILL 


Instances have been cited, notably in the Cleve- 
land-Akron road, in which the superimposed loads 
were such that the subgrade, softened by the pres- 
ence of moisture, readily gave way and was unable 
to support the slab which, in turn, did not possess 
sufficient strength to act as a beam but was broken 
through in spots. It is possible that soils of this 
character could be improved very greatly in their 
bearing value by the use of a porous filling material, 
such as cinders, broken stone, slag, or gravel, and in 
this way the high-unit pressures transmitted directly 
through a pavement would be so distributed that 
the unit pressure on the natural soil foundation 
would be within the bearing value of the soil. It is 
also possible that correct methods of drainage might 
accomplish the same end, that is, increase the bearing 
value of the soil by drying it out 

It has been suggested that as an aid to such drain- 
age measures a treatment of bituminous material 
might be beneficial. An instance of the value of a 
filling of porous material and of good drainage may 
be noted in the case of Goodfellow Avenue in St. 
Louis, where telford drains were placed at the side 
of the road and a subbase of cinders used under the 
broken stone wearing surface. There are no in- 
stances of foundation failures in this road, although 
it carries considerable traffic. It has been suggested 
that a good method of increasing the bearing value 
of the soil is to provide blind drains along the sides of 
the road with frequent outlets, so that the water 
table will be lowered considerably below the wearing 
course, notwithstanding the effects of capillarity. 


TYPE OF BASE. 


The object of the base of a brick pavement is so to 
properly support the wearing surface that it will 















maintain its original contour and not become de- 
pressed in spots or wavy. It is perfectly obvious 
that the character of the subsoil, which supports the 
foundation, and the character of the loading trans- 
mitted through the wearing course to the foundation, 
should control this design. Thus, one would not 
expect that there would be a necessity for a heavy 
concrete foundation if the subbase were always ex- 
ceedingly firm and unyielding. On the other hand, 
if the subgrade were exceedingly soft, such as ob- 
tains in clay saturated with moisture, a thick base 
is obviously necessary in order to properly distribute 
heavy loads to the subgrade and reduce the unit 
pressure within the bearing value of the subgrade. 

From these considerations it should be plain that 
it is perfectly possible that a wearing surface of brick 
laid directly on the soil might remain in very good 
condition if the traffic is not very heavy and if the 
subbase is well drained and therefore firm and un- 
yielding under all conditions. Instances of such 
construction have been noted, such in Cleveland, 
Ohio, and Sterling, Ill., and other cases of an exceed- 
ingly light concrete base from one to two inches 
thick have been noted at Danville and North Alton, 
Il. A number of other instances have been pointed 
out in which the brick surfacing has been laid on a 
rolled slag or a rolled stone foundation and has proven 
to be highly satisfactory. 


OBJECT LESSON IS APPARENT. 


The object lesson furnished by these roads is that 
the character and thickness of the base should be 
very largely governed by the local soil and traffic 
conditions. It should be emphasized very strongly 
that it can not be considered good practice to make 
a standard design for a brick road and apply this 
design to all sections of the country irrespective of 
these local conditions. 

It is the practice in various sections of the country 
to build a brick wearing surface upon an old macadam 
road used as a foundation, and in a number of in- 
stances the brick wearing surface is wider than the 
old macadam road. Failures of the brick surface 
laid upon such roads have been noted, such, for 
instances, as occurred at Dixon, IIl., in which the 
sides of the brick road settled in spots due to the 
settlement of the new macadam foundation. Had 
the macadam foundation settled uniformly, trouble 
of this character could have been avoided, so that, 
unless the macadam is given uniform compaction, it 
is to be expected that future settlement will be un- 
equal. 





LTHRIFT is POWER | 


ee. 
BUY] 





T SAVE AND SUCCEED | 





13 


























ee fa te a ‘ 
€. eS, 
#4 . WO oe et 95; Cee 
4 “et he: oi Pes ee fy 
sot _ .o 2 rs 
é +c , a 
> — os . oe = ¢ 
a ” . a 24 a 
~ Bie Pac, eS : 
- eT + = ve oe ae 
oe od i 2 Paes. dn 
: 4 aa 
wl oe F 
Nae & ye 
4 2 
— re" + 
=_ 
w . - 
ae 
“yr 











METHOD OF LAYING BRICK ON A CURVE. WIRE-CUT LUG 
BRICK READY FOR GROUT. PARIS, ILL. 


It is the opinion of the authors that when an old 
macadam road is used as a foundation it is advisable 
to plow up the old surface and reroll it as evenly as 
possible, especially when the new surface is wider 
than the old. This applies particularly to an old 
road surface which is badly rutted and pitted or the 
crown of which must be changed to make it suitable 
for the brick wearing course. In some cases it might 
be economical to resurface the old macadam with a 
cement-sand bedding course, making it no thicker 
than is necessary to produce the proper crown. 
Attention has been called to the use of an old brick 
pavement as a foundation course for new wearing 
surface. Such practice seems to have worked out 
very successfully when a cement-sand bed was used, 
as evidenced by the roads at Danville, Ill. 


FOUNDATION OF THE ROAD. 


Since the foundation plays the part of distributing 
the load to the subbase, it is obvious that where the 
subbase is soft and the traffic heavy, the greatest 
possible distribution of load must be obtained, and 
this can be accomplished best by the use of a con- 
crete base, since its resistance to bending aids in dis- 
tributing the load. The proper thickness of a con- 
crete base has been a mooted question. In certain 
types of brick construction, there is no doubt that 
the wearing surface adds to the slab strength of the 
concrete base, and thus aids in reducing the unit 
pressure on the subbase. Such a condition is true 





in the case of strictly monolithic construction, to a 
lesser degree in semimonolithic, and still less in sand- 
cushion construction. 

A discussion of the design of a concrete base is 
impossible from -a theoretical -standpoint at the 
‘present time, in view of the fact that the exact 
‘distribution of the reaction against the under side 
‘of the slab is unknown, and will have to be deter- 
mined by suitable tests. The distribution of this 
reaction determines the bending moment under the 
load and, as has been pointed out, the soil conditions 
greatly influence this distribution. At the present 
time, therefore, a determination of the proper thick- 
ness of concrete base for different types of brick 
roads must-be based on precedent. It would seem 
from the results of observations that the present-day 
heavy traffic can be carried safely on a 4-inch con- 
crete base with 4-inch brick wearing course when 
monolithic construction is used, and when the sub- 
grade conditions are favorable. It would seem 
highly desirable that the thickness of this base be 
increased along any stretches of the road in which 
the subbase conditions might be open to question. 
On very heavily traveled city streets the thickness 
of the concrete base will likewise have to be in- 
creased. 

Where a sand-cement cushion is used, although it 
is not believed that such construction is a true mon- 


olith, a 4-inch concrete base should prove sufficient 
under heavy traffic, provided this base is increased 


in thickness over bad spots in the subgrade. When 
sand-cushion construction is used with a grouted 
brick surface, a 6-inch concrete base should give 
good results under heavy traffic, with an increase in 
thickness over the soft spots in the subgrade. If a 
bituminous filler is used in the brick-wearing surface, 
theoretically the concrete base should be thicker 
than in the case of a grouted surface. In the absence 
of test data, however, it is impossible to state how 
much thicker. 


TYPE OF CUSHION OR BEDDING COURSE. 


In the old standard type of construction a cushion 
of sand or other fine material up to 2 inches thick 
was advocated, the idea of this cushion being to 
permit laying the brick to a smooth surface and also 
to give a cushioning effect for the traffic. When 
sand is used as a cushion it generally is brought to a 
level surface by rolling and the brick are placed on 
this cushion and rolled down with a light roller. The 
effect of this rolling in a number of instances has 
been to force the sand cushion up into the joints 
between the brick and thus the space which should 
be occupied by joint filler is partially filled with 
sand. In a number of sand cushion brick pave- 
ments, this has had a very detrimental effect in that 
when expansion takes place in the brick in hot 
weather, most of the compressive stress is thrown 
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METHOD OF BATTING IN WIRE-CUT LUG BRICK AT SIDES OF 
PAVEMENT READY FOR GROUT, PARIS, ILL. 


toward the top of the pavement and results in 
buckling, in the crushing of the top surface and the 
cracking or scaling of the brick. This is one very 
serious defect in sand cushion 
cement grout-filled brick. 

It is inevitable that moisture must find its way down 
through any cracks in the brick to the underlying 
sand cushion, and the amount of moisture in all 
probability is very much larger in the vicinity of 
transverse and longitudinal cracks in the brick sur- 
face than under that part of the pavement which has 
remained intact. Sand has the well-known prop- 
erty of expanding when it absorbs as high as about 
10 per cent of moisture, and due to this action there 
is a probability that the brick surface is caused to 
bear unequally on the sand cushion unless the san 
cushion is caused to shift its position. Again, i 
those parts of the sand cushion containing the 
greatest amount of moisture the expansion due to 
freezing will be greatest. Then, too, under the vibra- 
tion of traffic and the movements of the concrete 
base and brick surfacing, due to expansion and con- 


traction, the sand cushion undoubtedly is caused to 
shift its position. 


construction with 
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The washing away of the sand 
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cushion from under thé”brick, leav- 
ing it unsupported, is not an infre- 
quent occurrence. The possible 
cushioning effect of thesand cushion 
becomes of minor importance in 
view of its many disadvantages in 
other respects. 


DEVELOPMENT OF MONOLITHIC 
TYPE. 


In order to eliminate some of the 
bad features of sand cushion con- 
struction, a semimonolithic or 
cement-sand bed construction was 
introduced. In this type of pave- 
ment a mixture is made of about 4 
parts of damp sand to 1 part of 
Portland cement, and this is used 
in place of the plaim sand cushion, 
the brick being placed and rolled 
on this as on the old standard type 














of construction. After the brick INDIAN HEAD TRAIL LOOKING NORTH FROM STERLING, ILL. 
ON A GRAVEL BASE NOTE THE ABSENCE OF CONCRETE CURB 


are rolled they are well wet down 
so that water will impregnate the sand-cement bed 
thoroughly, thus causing it to harden. Such con- 
struction provides most of the advantages of the 
sand cushion type with none of its disadvantages. It 
permits the brick to be brought to a smooth surface 
without the danger that the cushion will shift its 
position or come up between the joints during roll- 
ing. Moreover, there is a considerable bond between 
the brick surface and the concrete base, at least so 
far as shearing is concerned, and a stronger pave- 
ment is the result. _ 

A further development in the monolithic type of 
construction has been adopted, in which the cushion 
or bedding course is omitted altogether. In this 
type of construction the brick are laid directly on the 
green concrete and rolled to a smooth surface. Port- 
land cement grout then is applied preferably before 
the concrete base has set up. In this way a con- 
siderable adhesion is developed between the brick 
and the concrete base. There has been some ques- 
tion regarding the efficiency of this adhesion and 
particular pains were taken during the present in- 
spection to gain evidence on this point. A number 
of pavements were examined at the sides in order to 
see if there was any evidence of separation between 
the brick and the concrete, and in no case could such 
evidence be found. This would seem to indicate 
that such construction usually is really ‘‘mono- 
lithic.”’ 

In conversation with several engineers having 
considerable experience with this type of construc- 
tion, conflicting opinions were obtained. In general, 
however, it can be said that a considerable bond does 
exist between the brick and the concrete, provided 


THIS ROAD WAS LAID 


the grouting immediately follows the laying of the ~ 
brick. It is the opinion of the authors that a more 
truly monolithic construction is obtained when the 
concrete base is tamped so as to bring a thin coat of 
mortar to the surface and the brick laid in this 
mortar bed. It is believed that this flash coat or 
mortar works its way up into the vertical joints 
between the bricks and thus adds greatly to the 
horizontal shearing strength between the brick and 
the concrete. At this plane, or in its vicinity, the 
horizontal shear is greatest. 

It often has been questioned whether or not the 
original bond between the brick and the concrete 
will be retained after several years of traffic. It has 
been stated that the vibration due to traffic and 
unequal expansion of brick and concrete will tend 
to loosen the bond, and in this way the supporting 
power of the original monolithic slab will be no 
greater than that of the two separate slabs of 
concrete and brick. This would seem to be an 
argument in favor of increasing the bond between 


the concrete base and the brick just as much as 
possible. 
TYPE OF BRICK. 


Until the year 1911, practically the only type of 
paving brick in use in this country was the so-called 
standard repressed brick with lugs molded on one 
side and the edges rounded. It was claimed orig- 
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and shape of a brick were 
not only improved, but 
the density and strength 
were likewise increased in 
the process of repressing. 
In 1910 a type of brick 
was introduced in which 
the lugs were wire cut on 
the sides and repressing 
was omitted, the brick 
going directly from the 
wire cutter to the drying 
ovens. Inasmuch as the 
repressing was omitted, 
the edges of the wire-cut 
lug brick were square in- 
stead of rounded. 

A recent development in 
the type of brick used is 











the so-called vertical fiber 
lug brick which differs 
from the older wire-cut lug type in that the brick 
are laid in the pavement with the wire-cut surface 
up instead of on the side. The lug on the vertical 
fiber brick is produced in the process of forcing the 
clay through the die, the upper side of which is cut 
in the shape of the lug desired. This forms what is 
known as a “bar” lug. It is usually about 1 inch 
wide and there are ordinarily four lugs on each brick. 

Since wire-cut lug brick were first introduced they 
have gained greatly in popularity, especially when 
used in conjunction with a cement grout filler. 
Many manufacturers, as weil as engineers, have 
reached the conclusion that the process of repressing 
adds nothing to the strength or density of a paving 
brick. The rounded edge of the repressed brick 
furthermore appears to be a detriment rather than 
an advantage when used with grout filler, as the 
grout is more apt to hold to the square-edged brick 
than where the edges are smooth and rounded, 
Numerous instances were noted of grout-filled re- 
pressed brick streets where the grout had been 
ground out of the brick to the depth of the rounded 
edge. On the other hand, in wire-cut lug grouted 
brick pavements the grout in the brick appeared 
to wear down evenly, so that the surface remained 
smooth and continuous. 

Vertical fiber brick with cement grout filler have 
hardly been in use long enough to draw any definite 
conclusions regarding the advantages which have 
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been claimed for them. Such observations as the 
authors were able to make would indicate that a 
number of objections to their use with cement grout 
might exist. Most important of these is the fact that 
the lugs, being rectangular, touch the adjacent brick 
over a considerable area instead of at points or lines 
as in the other types of lug brick. Cement grout can 
penetrate only the spaces between the lugs, leaving, 
in the case of the vertical fiber brick, a relatively 
large area of the sides of the brick over which no 
adhesion to the adjacent brick is possible. It would 
seem hardly possible under such conditions to obtain 
as truly a monolithic bond as exists where practi- 
cally the entire space between the courses is filled 
with grout. As before stated, in monolithic and 
semimonolithic construction, the side bond between 
the brick should be as strong as possible, in order to 
protect the bond between the brick and the base. 
Vertical fiber lug brick were intended primarily for 
use with bituminous fillers and are now successfully 
used in this way to a considerable extent in Kansas 
City, Mo., and Lincoln and Omaha, Nebr. 


LUGLESS TYPE OPEN TO CRITICISM. 


Experience with the lugless type of vertical fiber 
brick has been confined almost entirely to Kansas 
City, Mo. Such observations as were made would 
indicate that the use of this type of brick was open 
to serious criticism in that unless great care is used 
in laying, unequal spacing will result. This was 
illustrated forcibly in construction work under way 
in Kansas City. The condition shown in the illus- 
tration, while typical of this particular job, is an 
extreme one. It should be possible to lay lugless 
brick in much straighter courses than are here shown. 
It would ordinarily seem reasonable to suppose, 
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however, that a better job 
of setting would result if 
lug brick were used, be- 
cause greater care in selec- 
tion is necessary in the 
case of lugless brick if uni- 
form joints are to be ob- 
tained. This is due to the 
fact that in the lugless 
brick, warping and kiln 
marks which vary with in- 
dividual brick are de- 
pended upon to form the 
grout spaces. 

Advocates of the lugless 
bricks maintain that uni- 
formity of the grout spac- 
ing is not essential to good 
construction. This opin- 
ion, it seems to the authors, 
is not well founded in view 
of the fact that wherever 
the sides of the brick come 
into actual contact, as they 
often do if not spaced care- 














fully by hand, no penetra- ROANOKE ROAD, KANSAS CITY, MO. BITUMINOUS-FILLED BRICK PAVEMENT ON 8-INCH 


tion of grout or filler will 
be possible. This results 
in a greatly weakened side bond and permits water 
to leak through the joints. The first brick pave- 
ments built were of the lugless type, but great 
care was exercised by those in charge of con- 
struction to insure uniformly spaced joints. Lugs 
were introduced simply to insure this spacing auto- 
matically. It would seem extremely unwise to run 
the chance of failure through imperfect grouting 
a in order to avoid the use of lug brick. The 
work already started in Kansas City and that being 
started in Omaha will be watched with interest. 


JOINT FILLERS. 


Among the older streets of many cities in the 
Middle West are still to be found brick pavements 
with sand-filled joints. While the majority of these 
streets are rough and uneven, due both to the cobb- 
ling of the individual brick and to unequal settle- 
ment of the foundation, a large number still were in 
fairly good condition. Practically all were laid on 
the natural soil foundation. Possessing no slab 
strength, these sand-filled streets conformed to the 
contour of the foundation under all conditions, so it 
is not surprising that after 18 or 20 years they are 

mewhat uneven. The principle disadvantage of 
sand as a filler, assuming a stable and unyielding soil 
condition, is that it does not protect the edges of the 
brick from chipping out under the action of the 
traffic. It is more difficult to keep such a street 
clean, and water is sure to wash down through the 
joints into the sand bedding course. 

The most widely used filler for brick pavements at 
the present time is Portland cement grout. It has 
the advantage, if properly applied, of producing 
practically a monolithic slab capable of resisting 
bending stresses. On the other hand, this slab, 
when subjected to temperature changes, expands 
and contracts like any other monolithic structure, 
resulting in eracks due to contraction and bulges 
or heaving due to expansion. Expansion failures 
usually occur, as would be expected, at the top of 
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CONCRETE BASE. NOTE THE SURFACE MAT WHICH HAS BEEN FORMED AS THE RESULT 
OF USING AN EXCESS OF BITUMINOUS FILLER. 


vertical curves, or at any other place where for one 
reason or other the pavement is crowned transversely. 
Contraction cracks manifest themselves always by 
the cracking of the grout, usually in a straight line 
across the road, and ordinarily occur about as far 
apart as on a concrete road. On account of the 
greater resistance to abrasion of brick over con- 
crete the contraction cracks in brick roads do not 
wear nearly as rapidly as in concrete roads, 
and are, therefore, not as serious a maintenance 
consideration. 

Provision for expansion sidewise against curbs al- 
ways is made by inserting some form of bituminous 
joint either poured or prepared, between the brick 
and the ell or gutter. Provision for expansion 
longitudinally usually is made in the case of city 
streets at intersections, while in the case of country 
highways transverse expansion joints usually are 
omitted, except under special conditions. 


TRANSVERSE JOINTS. 


There is apparently some difference of opinion 
regarding the necessity of transverse joints on both 
city streets and country highways. In sections 
where numerous expansion failures have occurred, 
those in charge of construction are either advocating 
the use of bituminous fillers exclusively or else regu- 
larly spaced transverse expansion joints. The 
former attitude is illustrated by experience in such 
cities as Lincoln and Omaha, Nebr., and the latter 
by the experience in Vermillion County, Ill. A 
number of types of joints have been tried, such as 
courses of wood block, as noted in St. Louis, spaced 
about 75 or 100 feet apart, or courses of bituminous 
filled brick spaced about the same distance. In 
other sections where little expansion trouble has 
developed engineers seem to prefer to run the chance 
of an occasional blowup athe than risk excessive 
wear at joints. 

Observations made by the authors would indicate 
that for city work transverse expansion joints should 





be installed at street intersections in at least one direc- 
tion across the intersection and in both directions if 
the intersection is crowned; while for highways they 
may be omitted except in special cases, such as curves 
at the intersections of very long tangents and at 
abrubt changes in grade. Joints not over one-fourth 
inch in thickness seem to give the best results. 

Although there is considerable opposition to the 
general use of bituminous fillers for brick pavements, 
good results in using asphalt have been obtained in 
certain cities west of the Mississippi as has been 

reviously noted. The prinicipal disadvantage of 
Sieasiindes fillers appeared to be the lack of protec- 
tion afforded the brick at the joints; moreover they 
do not give any slab strength to the brick surface. 
The former fact was noted in a number of cases on 
old bituminous filled streets in which the edges of 
the brick have worn badly. The relative action of 
traffic on bituminous filled and grout filled joints was 
noted on those streets where expansion joints con- 
sisting of a number of courses of bituminous filled 
brick had been installed. The difference in wear 
was very noticeable. 

Another disadvantage of bituminous fillers is the 
tendency, particularly noted in tars, of running out 
at the sides of the road in hot weather or chipping 
in cold weather. They possess still another disad- 
vantage of requiring constant attention at the time 
of application to insure that the temperature of the 
bituminous material remains at the proper point; 
since, if too cold, they will bridge the joints instead 
of penetrating, and, if too hot, they will become 
hard and inert. On the other hand, they possess 


the undoubted advantage of being free from expan- 


sion troubles. They likewise make a somewhat 
quieter pavement. 

The ease of making service cuts in city streets 
through this type of pavement is another advantage. 

It should be emphasized that when a bituminous 
filler is used particular care should be taken in its 
selection in order to avoid the troubles incident to 
ill-suited materials. In those asphalt filled streets 
examined in the cities west of the Mississippi, it was 
noted that by the use of considerable excess of bi- 
tuminous material a wearing mat of appreciable 
thickness was formed over the surface of the brick 
pavement. This mat apparently remains for some 
years, depending upon its thickness and the charac- 
ter and volume of traffic, and while still intact un- 
doubtedly protects the brick from the action of 
traffic to a very large extent. This probably is the 
reason brick streets in this section have worn so 
little. 

CONCLUSIONS. 


The authors have drawn the following conclusions 
as a result of their study of brick pavements: 

1. Thetype and thickness of base for any brick pave- 
ment should depend upon (a) the maximum weight of 
the loads to be carried, and (b) the bearing value, un- 
der all weather conditions, of the underlying soil. 

2. In all cases where the traffic to be carried is 
likely to be heavy or where the underlying soil is of 
such a nature that its bearing value is not sufficient 
to support the pavement under all conditions, a 
concrete base of sufficient thickness to properly dis- 
tribute the loads should be provided. 

3. Where the maximum weight of the loads to be 
carried is not excessive and the subsoil is of a porous 














LUGLESS VERTICAL FIBRE BRICK READY FOR GROUT, VINE 
STREET, KANSAS CITY, MO., SHOWING THE POOR MANNER 
IN WHICH BRICK WERE LAID. 


well-drained nature, the thickness of the concrete 
base may be decreased or under very favorable con- 
ditions, it may even be omitted altogether. 

4. Other things being equal a somewhat lighter 
construction may be permitted in the case of the 
“monolithic”? and ‘‘semimonolithic’’ types than 
where the ordinary sand cushion type is provided, 
on account of the increased slab strength which 
these types appear to possess. 

5. A concrete curb or edging is not necessar\ 
when ‘‘monolithic’’ or ‘“‘semimonolithic’’ construc- 
tion is used. 

6. Paving brick with well-formed contact lugs are 
to be preferred to brick without lugs. 

7. Paving brick with square edges are to be pre- 
ferred to brick with rounded edges. 

8. Given the requisite care in construction, satis- 
factory results may be obtained with either cement 
grout or bituminous filler. 

9. Vertical fiber lug brick with bituminous filler 
have given good service in those cities west of the 
Mississippi where they were inspected, possibly due 
to the protecting action of the asphalt mat whic! 
prevents wear from coming upon the brick irect. 

10. Expansion joints in grout filled pavements 
would seem advisable at street intersections and xt 
points of tangency on curves, and longitudinal join's 
should be used against all rigid curbs or structures. 
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APPORTIONMENT OF FUNDS AVAILABLE 
UNDER FEDERAL-AID LAW AND THE 
AMENDMENT THERETO. 


HE Post Office appropriation bill for the fiscal year 1920 as passed contains the roads amendment 
increasing the amount of Federal-aid funds by $200,000,000 and funds for forest reservation roads by 


$9,000,000. 


tion from ‘‘not to exceed $10,000” to ‘‘not to exceed $20,000 a mile.’ 


It also broadens the definition of a rural post road, and raises the limit of Federal contribu- 


available for Federal-aid roads among the States is as follows: 


States. 
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Califormia......... 
Colorado. ......... 
Connecticut....... 
Delaware.......... 
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Massachusetts... . . 
Michigan ......... 
Minnesota......... 


Mississippi. ......- 
a 
Montane. ......... 
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| ee 
New Hampshire. . 


New Jersey....... 
New Mexico....... 
Now BGM. ..cces 


North Carolina. ... 
North Dakota..... 


Co See 


thode Island... ... 
South Carolina... . 
ith Dakota... .. 
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ministration. . . 


Grand total. 


Amount 
available for 





$50,000,000 
additional 


Totals for 


Fiscal year | 


Fiscal year 








. " 1920 Fiscal year 
fiscal years 5 fiscal year 1920 | me , , 
— fiscal year ; ? J additional 1920 totals. 
1917, 1918, | 1919. 1919. allotment. $75,000,000. 
1919. 4 
$625,903.17 |$1, 050, 264.10 ($1,676, 167.27 $420, 105. 64 1$1, 575, 396 15 '$1, 995, 501.79 
411,081.14 685, 043.57 | 1,096, 124.71 274,017.43 | 1,027,565.36 | 1,301,582.79 
498,085.77 | 840,229.53 | 1,338,315. 30 336,091.81 | 1,260,344.30 | 1,596, 436.11 
909, 358. 99 | 1, 524, 248. 30 2, 433, 607. 29 609, 699.32 | 2, 286,372.45 | 2, 896,071.77 
508, 349. 34 867,570.90 | 1,375,920. 24 347,028.36 | 1, 301,356.35 | 1,648, 384.71 
185,487.77 | 307,064.65 | 492,552.42 122,825.86 | 460,596.98 583, 422. 84 
48, 965. 10 81,384. 45 130, 349. 55 32,553.78 | 122,076.68 154, 630. 46 
338, 652. 69 573,797.20 | 912,449. 89 229,518.88 | 860,695.80 | 1,090, 214. 68 
806, 897.89 | 1, 346,044.75 | 2,152,942. 64 538,417.90 | 2,019, 067.12 | 2, 557, 485.02 
363, 862.05 610,509.27 | 974,371.32 244, 203.71 915, 763.91 | 1,159, 967. 62 
1,321, 102.17 | 2,185, 550.65 | 3,506,652. 82 874, 220.26 | 3,278, 325.97 | 4,152, 546. 23 
813, 473.04 | 1,349,919. 40 | 2,163, 392.44 539, 967. 76 2, 024, 879.10 | 2,564, 846. 86 
873, 180. 41 | 1,443, 046.20 | 2,316, 226. 61 577, 218. 48 2, 164, 569.30 | 2,741, 787.78 
858, 754.08 | 1, 436,313.93 | 2,295, 068.01 574, 525.57 | 2,154,470. 89 | 2,728, 996. 46 
585,400.35 | 976,865.17 | 1,562, 265. 52 390, 746.07 | 1,465, 297.76 | 1,856, 043.83 
406, 179. 27 680,729.03 | 1,086, 908.30 272, 291.61 | 1, 021,093.55 | 1,293,385. 16 
290, 161. 92 481,231.35 | 771,393.47 192,492.62 | 721,847.33 914, 339. 95 
263,013. 09 434, 737. 02 697,750.11 173,894.81 | 652,105.53 826, 000. 34 
442,814.70 736, 883. 30 1, 179, 698. 00 294, 753. 32 | 1, 105,324.95 1,400,078. 27 
872,707.53 | 1,447,213. 80 | 2,319,921.33 | 578,885.52 | 2,170,820.70 | 2,749, 706. 22 
853, 047.58 | 1,420,774.53 | 2,273, 822.11 568, 309.81 | 2,131,161.80 2,699, 471.61 
535, 469. 12 899, 488.26 | 1,434, 957.38 359, 795.31 1,349, 232.39 1, 709,027.70 
1, 017,765.21 | 1,695,314.11 | 2,713, 079.32 678, 125.64 | 2,542,971.14 3, 221,096.78 
593, 382. 46 999, 467.15 1,592, 847.61 399, 786.86 | 1,499, 200.73 1, 898, 987. 59 
| | 
639, 757.68 | 1,066,642.07 | 1,706, 399.75 426, 656.83 | 1,599,963.10 2,026,619.93 
386, 424.72 642,933.45 | 1,029, 358.17 257,173.38 | 964,400.18 | 1,221, 573.56 
125, 599. 97 207,810.38 | 333,410.35 83,124.15 | 311,715.57 394, 839. 72 
| 
354, 995. 26 594,050.80 | 949,046.06 237,620.32 | 891,076.20 1,128, 696.52 
474, 847.98 798,785.78 | 1,273, 633.76 319, 514.31 1, 198,178.67 1,517, 692.98 
1, 501, 835.01 | 2,487, 956.40 | 3,989, 791.41 5, 182.53 | 3,731,934.60 4,727, 117.16 
} 
685, 702.23 | 1, 139,977.47 | 1,825,679. 70 455,990.99 | 1, 709,966.20 | 2, 165,957.19 
458,015.09 | 768,360.27 | 1, 226,375.37 307,344.11 | 1,152, 540.42 | 1,459, 884.53 | 
1, 118, 759.68 | 1,854, 462.47 | 2,973,222.15 | 741,784.99 | 2,781,693.71 | 3,523, 478.70 
691, 906.34 | 1,153,055. 50 | 1, 844, 961. 84 461,222.20 | 1,729,583. 25 | 2,190, 805. 45 
472, 394. 85 787, 459. 10 1, 259, 853. 95 314, 983.64 | 1,181,188.65 | 1,496,172. 29 
1, 382,078.29 | 2, 296,075.85 | 3,678, 154.14 918, 430.34 | 3,444,113.77 | 4,362, 544.11 
69, 969.51 116, 530. 95 | 186, 500. 46 46, 612.38 174, 796. 43 221, 408. 81 
430,437.00 | 717,297.05 | 1, 147,734.05 286,918.82 | 1,075,945.58 | 1,362, 864.40 
486,013.67 | 810,720.68 | 1, 296,734.35 324, 288.27 | 1,216,081.02 | 1,540, 369. 29 
| 
683, 123.95 | 1, 132,103.50 | 1,815, 227.45 452,841.40 | 1,698, 155.25 | 2, 150,996. 65 
1, 752,770.13 | 2,926, 219.37 | 4,678, 989.50 | 1,170,487.75 | 4,389,329.05 | 5,559, 816. 80 
341,613.62 | 567,592.10 909, 205. 72 227,036.84 | 851,388.15 | 1,078, 424.99 
136,662.33 | 225,987.70 362, 650.03 | 90, 395. 08 338, 981. 55 429, 376. 63 
597,102.90 | 992,052.95 | 1,589,155.85 | 396,821.18 | 1, 488,079.43 | 1,884, 900.61 
432,183.03 | 722,367.25 | 1,154,550.28 | 288,946.90 | 1,083,550. 87 | 1,372, 497.77 
| } 
319,525.27 | 532,009.10 851,534.37 | 212, 803. 64 | 798,013.65 | 1,010,817. 29 
767,790.41 | 1,272, 946.53 | 2,040,736.94 | 509,178.61 | 1,909,419.79 | 2,418,598. 40 | 
367,396.24 | 612,912.45 980,308.69 | 245,164.98 | 919,368.68 1, 164, 533. 66 
29, 100, 000. 00 |48, 500, 000. 00 77, 600, 000. 00 /19, 400, 000. 00 72,750, 000.00 92, 150, 000. 00 
900, 000.00 | 1, 500,000.00 | 2, 400, 000. 00 600, 000.00 | 2,250,000.00 2, 850,000. 00 
30, 000, 000. 00 |50, 000, 000.00 |80,000, 000.00 |20, 000, 000. 00 |75, 000, 000. 00 95, 000, 000. 00 
| 











Fiscal year 
1921 
allotment 
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10 
56. 96 
488, 432. 59 


78 


, 441. 65 
5. 90 


7. 26 


533, 321 
, 466.72 
, 905 


7, 025 
, 392 
243, 978 


569, 988. 7 
384, 180.1 
927, 231. 24 
576, 527. 7: 
393, 729. 55 

1, 148, 037. 92 


58, 265 
358, 648. 52 
405, 360. 


566, 051.75 
1, 463, 109 
283, 796 
112, 993 
496, 026. 
361, 183. 


&5 
48 
62 
266, 004. 
636, 473. 
306, 456 


55 
26 
22 
24, 250, 000. 00 

750, 000. 00 








25, 000, 000. 00 


Fiscal year 
1921 
additional 


$75,000,000. 


$1, 575, 396 
1, 027, 565 


1, 260, 344. 


15 
36 
30 


2, 286, 372 

1, 301, 356. 3: 
460, 596. 98 
122, 076 
860, 695 
019, 067. 


68 
sO 
12 


tr 


915, 763 
, 278, 325 
, 024, 879 


91 
97 
10 


wow 


164, 569 
54, 470. 89 
297.76 


morn 
rs 


, 093. 55 
, 847. 3: 


652, 105. 53 


30 


Totals for 
fiscal year 


1921. 


$2, 100, 528 


1, 370, 087. 
1, 680, 459. 


3, 048, 496. 
1,735, 141. 
614, 129. 


162, 768. 
, 147, 594. 
, 692, 089. 


Ne 


nee 


886, 092 


mbt 


953, 730 


~ 


, 361, 458 


962, 463. 


, 221, 018. 
371, 101. 
699, 838. 


872, 627. 


20 
15 
06 
60 


80 
30 


90 
40 
50 


55 
29 
80 
40 
85 
35 


06 
11 


The apportionment of funds now 


Grand total. 


$5,772, 197. 26 
3, 767, 794. 65 
4,615, 210. 47 


8, 378, 175. 66 
4, 759, 446. 75 
1, 690, 104. 56 

447, 748. 
3, 150, 258. 
7, 402, 517. 


91 
97 
16 
3, 355, 357. 


12, 030, 300 
7, 428, 078. 


49 
34 
10 
7, 944, 106. 79 
7, 896, 692. 32 
5, 372, 039. 70 
3, 741, 751. 52 
2, 648, 196. 53 





869,474.04 2,393, 224. 49 

1, 105,324.95 1,473,766.60 | 4,053,542. 87 
2,170, 820.70 | 2,894,427.60 | 7,964, 055.15 
2,131,161.80 | 2,841, 549.06 7, 814, 642.78 
1,349, 232.39  1,798,976.53 4,942, 961.61 
2,542,971.14 | 3,390,628.19 9,324, 804.29 
1,499, 200.73 | 1,998, 934.31 5,490, 771.51 
1,599, 963.10 | 2,133,284.14 | 5,866,303. 82 
964,400.18 1,285,866.90 | 3,536,798. 63 
311, 715. 57 415, 620.76 1, 143, 870. 83 
891,076.20 | 1,188,101.60 | 3,265, 844.18 
1, 198,178.67 | 1,597,571.56 | 4,388, 898.30 
3, 731, 934.60 | 4,975,912. 80 | 13,692, 821.37 
1,709, 966.20 | 2,279,954.94 | 6,271,591. 83 
1, 152,540.42 | 1,539,720.56 | 4,222,980. 46 
2, 781,693.71 | 3,708, 924.95 | 10, 205, 625. 80 
1,729, 583.25 | 2,306,111.00 | 6,341,878.29 
1, 181,188.65 | 1,574.918.20 | 4,330,944. 44 
3, 444,113.77 | 4, 592,151.69 | 12,632, 849.94 
174, 796. 43 233, 061.91 640, 971.18 
1,075, 945.58 | 1,434,594.10 | 3,945, 192.55 
1, 216,081.02 | 1,621,441.36 | 4,458, 545.00 
1,698, 155.25 | 2,264,207.00 | 6, 230,431.10 
4,389, 329.05 | 5, 852,438.74 | 16,091, 245.04 
851,388.15 | 1,135, 184.20 3, 122, 814.91 
338, 981.55 451,975.40 | 1,244,002.06 
1, 488,079.43 | 1,984,105.91 | 5,458, 162.37 
1,083, 550.87 | 1,444,734.49 | 3,971, 782.54 
798,013.65 | 1,064,018.20 | 2,926,369. 86 
1, 909,419.79 | 2,545, 893.05 | 7,005, 228.39 
919, 368.68 | 1, 225,824.90 | 3,370,667. 25 
72,750, 000.00 97,000, 000.00 |266, 750, 000. 00 
2, 250, 000.00 | 3,000,000.00 | 8, 250,000.00 





75, 000, 000.00 |100,000,000.00 


275, 000, 000. 00 
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INCREASED HIGHWAY WORK SHOWN 
BY RECORD OF FEDERAL-AID PROJECTS. 


N December and January a total of 128 Federal- 
aid projects were approved or went to final 
agreement. While the number of the projects was 
small in December there was a big increase in Janu- 
ary. The record for that month in the amount of 
Federal-aid allowed and the estimated cost of con- 
struction is the largest month’s record since the 
Federal-aid law was enacted. <A total of $3,066,- 
185.32 Federal-aid allowance is called for in the 98 
projects in the list for that month. 

In December the total allowance was only 
$795,301.69. Four allowances were made for roads 
in Alabama, all sand-clay, the total amounting to 
$38,217.95. Four projects in Nevada were con- 
sidered, two of which were approvals and two al- 
lowances. Three North Carolina projects were ap- 
proved and two reached final agreement. Three 
projects in Ohio which went to final agreement were 
allowed $112,195, the largest allowance to any one 
State. The largest allowance for a single project 
was $89,878.71, for 11.19 miles of concrete road in 
Maryland, estimated to cost $179,757.43. 

In January Michigan was given the largest total 
allowance, $533,098.30, for six projects, for 90.279 





RECORD OF FEDERAL AID PROJECTS IN DECEMBER, 1918. 


miles of gravel and macadam, graded earth, gravel 
surface treated macadam and concrete roads having 
an estimated cost of $1,115,692.79. Montana led in 
the number of projects—eight. They were for six 
gravel roads and two bridges, with a total estimated 
cost of $330,118.08 and a Federal-aid allowance of 
$110,469.65. The four Nebraska projects consid- 
ered, all of which went to final agreement, for earth 
and sand-clay roads, showed the greatest mileage, 
148.53. The estimated cost of the four is $272,- 
298.95, and the allowance $137,993.42. 

A single road in Delaware, 11.5 miles long, of con- 
crete, is estimated to cost $537,827.40. The allow- 
ance was only $20,000. Missouri, for two roads 27.5 
miles long, receives an allowance of $136,149.47, 
while Illinois for two roads, 30.38 miles long, esti- 
mated to cost $781,404.86, will receive $308,193.36. 
These are concrete and bituminous macadam roads. 
Louisiana came next to Montana in the number of 
projects considered, with seven, all gravel roads, 
with a total estimated cost of $323,473.44 and an 
allowance of $147,456.95. Iowa followed with six 
projects, estimated to cost $382,364.86 and an 
allowance of $106,706.77 
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Project ae : 

Type of construction. statement! 28ree- | Estimated Federal aid 
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executed. 





Leck eeaaG Gy Reaabudeucupaecqncuendeeotnes 9. Ja Rithatte dace 3. n62. $10, 331. 3¢ 
pivhcctdsdeecbwsoeoeondasene 8.71 ee es eee RS 20, 064. 58 10, 032. 29 
peptlecnegdiececectivnes 7. 67 cilvecesceesel ma: [ 20, 003. 50 10,001.75 
“Si ea See ee 2.00 vesesces! DO BE 15, 685. 10 7, 842.55 
Pa ae ll ere 6.95 af ee eee 48, 950. 95 22, 205. 52 
boccccowes] «Be | Sec ct cccsscccccccecdvcce 4.82 -d ee | i eee 25, 560. 70 12, 500. 
cn Sie eet wave tionde 7.00 100...---00eeeeeeeeeee ee enees eedOrcereleeeereeee| 44, 697. 15 15, 000. 00 
Se er Peer Be Ee eee: ter eet Re ee 46, 255. 22 22, 000. 00 
CO ee 7 Baltimore and Harford.........- 0 SEE eee seer Dec. 4 | 179, 757. 43 89, 878.71 
Michigan... .......- Re RN ee, Sud 2S Saenearneebee ets tie: ay be oa 54,963. 23 27, 481.61 
Mississippi . ........ 39 — pip wosveSekeeueeaccdsessn ME Sebel ne cavendcccubesccctevecees a ee | 49, 632.00 | 24, 816. 0 
[0 ea Be ie ten cud bed vaccddedes 2. 20 Asphaltic cagudpeedbesccedeesssscfobeonenens Dec. 11 | 42, 822.32 | 21, 401. lt 
Pls cacccoees 5 | Madison and Se 47.60 | Earth and sand-clay............)........-- Dec. 4 104, 455. 50 52, 227.7 
PRNONEB......05608 3 | Clarets... 2.2 0.25... cece ees De SIDS vduikseieg j.o0005e 150485 ol-~ one sscet Dec. 7 70, 707. 78 35, 353. 8 
fh ES eer 4.00 | 25 per cent macadam, balance ..........|... do. 9, 885. 70 4,942.5 
graded earth. 

Be Nh 5dbebsdcnccsscescnuds RS A ee | JR BOS Re 38, 330. 49 19, 165. 2 
13 ll nana ckgiiwtiievecnabenbe 25.00 | Re oe ee a, @ EPR See 40, 700. 00 20, 350. 
) oe See Oe SIR ones endecicnckesvs 7.67 | Concrete oo eer err ee ene 152, 800. 00 76, 400. ( 
North Carolina. . ... OP es anbede pebeseccedoegud CS eg | er re ee a Dec. 7 26, 998. 08 5, 000. 0 
Se ch Cdecenenadvesesesreue's 17.70 | Top soil or sand-clay...........-. a 4 ae 33, 000. 00 12, 000. 0 
Doss cabawtiseticdos davsdbs SE NS Bat oto esocesosceeeds a | Se oat 27, 933. 95 10, 000. ( 

32 | Edgecombe 3.10 | Sand-clay or gravel..............|........-- Dec. 4 14, 088. 65 7,000. ( 

35 | Forsythe... .. 1. 87 RABE soto caces cox ees’ ees © luctvests- 60, 335. 87 26, 400. ( 

Me dueunawecuhe oe 14 | Williams. 2.69 | Reinforced concrete......... ia Dec. 21 90, 700. 19, 295. ( 
16 | Clark........ 4.93 = rete or bituminous mac- ..........|... do. 137, 100. 0 49, 300. ( 

am. 

Be Wea tei dewwiwe dice ccentouste 4.46 | Bituminous macadam.. 119, 000. 00 44, 600. ( 

South Carolina. -..- 13 Lockhart: eg ee eee Bridge over Broad River. 44, 868. 18 22, 434. 

South Dakotd.. ..-- TIRES Sie epee * $y... Bee eee eee 44, 143. 83 19, 932. 

po eer Oe acer dseddevesscduesscsbs 23.00 |..... a ee ee 93, 525.05 46, 429 
SOGIIER, 2000000. ENS ictnnnersesscasede ces 8.09 Pct dada eigunts6 tea eounl aulxccdeenene 44, 940. 09 14, 980. | 

Lesdif'eoss Re ee, Te A a Sees ee ee Se oe 1, 718, 568. 0S 795, 301 




















RECORD OF FEDERAL AID PROJECTS IN JANUARY, 1919. 














Project 
ree | Leneth i Project acree- Tg > "ederal ai 
State. -— County. ——? Type of construction statement] Tent | cost. | allowed." 
ipproved. executed 
pe eae ee eS en 6.00 Gand-clay Aeeed , ‘ Jan. 25 $20, 433. 43 $10, 216.71 
SE. coduccesne call AIS 5 el 2.184 Grading......... ; Jan. 12 ese 50, 930. 00 21, 840. 00 
Calfertia......s<s-. A ER aera a 15.00 Concrete..... Jan. 8 273, 498. 03 121, 913.95 
Sins nsec wees 4 | Garfield and Rio Blane RE a ie 21.00 20 miles surfaced with stone or ‘ Jan. 14 1 84,012. 83 42, 006. 41 
gravel, balance graded earth. | 
Delaware.......... Dt Rick ikhrisncthenheesncens ‘ xn... ee : Jan. 16 537, 827. 40 20, 415. 10 
Gia sete ciedons Bs Wiha wetdh ss edGwtbusncses 3.64 Top soil or sand-c lay. saeee Jan. 31 20, 219. 72 7, 000. 00 
OT et RR Se rae cas .. Jan i) 19, 833. 40 9, 000. 00 
re ei Seer. 18.00 Graded earth.. . Jan. 11 2 79, 233. 96 37,000.00 
BE edcctahasans 1 | Dupage, Kane, Dekalb, Ogle, 15. 92 Bituminous macadam resurfac- Jan. 4 395, 898. 41 160, 175. 26 
Lee, and W hiteside. ing and concrete. | 
2 Kankakee and Iroquois.......... 14. 4643 Conceste and bituminous mac- --| Jan. 29 385, 506. 45 148,018. 10 
adam 
NR cmon até, OE } I iiice ducwiecteencceen 4.08 Brick and siren or concrete. SS 7 126, 066. 16 21, 881. 28 
30  Winnebago.....,........ 7.50 Gravel. ibe Seer Jan. 10. . 47, 437.50 15, 425.14 
32 Des Moines.. 2. 82 Brick or concrete... iis Jan. 20 <4 52, 195. 00 16, 584. 93 
33. «Clark 9.60 Earth. .... oe Jan 3 Seen 38, 170.00 16, 546. 27 
3), See eee 11.72 ET wi Jan 4 ~ 75, 396. 20 19, 136. 45 
Be Paco ctwabbswees davtaswes 10. 80 Earth. .... Jan. 14 40, 370. 00 16, 932. 90 
ae ly NS Se 10. 159 Gravel or mac: ads am. Jan. 17 115, 837. 65 17,375. 65 
eh ee 7.375 | Concrete. Jan. 18 274, 289. 97 41, 143. 50 
E00 eee 6.00 Bituminous macadam. <esas| CO. . 65, 033.32 9, 754.99 r 
RE AS ree ee 3. 25 Concrete and macadam...... Jan. 21 : se 52, 338. 28 | 7,850.74 
Kentucky.. - ' Sp Serer ree 5.00 | ESE ee ee Jan O tin seen : 42,909.47 | 21, 954. 73 
od Ko ae ae ee 6.50 Water-bound macadam..... Jan. 16 41, 547.00 | 20, 773. 50 
Louisiana. ....... ae eae 5.41 ee Pere . Jan. 27 59, 036. 67 | 25, 000. 00 
16 East Baton Rouge.............. 4.90 lob 4 irs dbees Jan. 22 35, 913. 90 17, 956. 95 
0 ce ine cnn mnucibieke 2. 40 — SS ee Jan. 27 11, 462. 99 | 5,000. 00 
ho" SE eae 4.82 RY Ni SES Oe Jan. 7 25, 560.70 | 12, 500.00 
i dee ccidied jitinninnes gineesed 7.00 OS ee Jan. 7 44,697.15 15, 000. 00 
_ af | 8 hls See a Seren ie 8. 59 Le caine satacs soca seen ee ae Jan 7 46, 255. 22 22, 000. 00 
OF tN vnicitenkeciapigenenesy OS aS a ee eee ee 100, 496. 81 | 50, 000. 00 
Massachusetts... . -. Bf Se acantersegesecomnelneeess 2.42 | Bituminous................ ae ae eee : 73, 123.05 24, 200. 00 
Michigan........ 1 Muskegon and Oceana.........-. 19. 864 Gravel and macadam...... cecal Ge 2 ' ass 333, 982. 00 166, 991.00 
ay 0 NS RS ee ee 48.15 Graded earth.. 3 Jan. 31 3342, 878. 60 171, 439. 30 
ge se de Be ee eee ; (OOea6% 78, 153.19 39, 076. 50 
25 Delta and Schoolcraft........... 8.108 | Surface treated macadam.. Jan. 21 ee 144, 485. 00 72, 242. 50 
27 | Charlevoix.......... ee a St ee eae ..-| Jan. 18 ore 139, 700. 00 57, 070. 00 
34 Washtenaw . Sinaia ates wee P 2.478 | Concrete or bituminous..... do..... 76, 494. 00 26, 280. 00 
Minnesota... . ; ea aaa att 31.50 Gravel. ; , Jan. 7 205, 962. 80 80, 000. 00 
he ee aero | 6B | eae : as ; Jan. 17 90, 833. 31 25, 000. 00 
34. McLeod. aatachig oinginnaneiei ede i ae __ ere Side gaye tama l Jan. 16 33, 321. 97 15, 000. 00 
Mississippi... ......- 30 | Lauderdale......-.. ib ole oe beS% 7.70 Ye ye Jan. 30 41,184.00 20, 000. 00 
jt. eee eee 4. 03 Clay-gravel.. nema Jan. 16 37, 884. 05 12, 500. 00 
Ot 2 sshd cadneks wen nace one 9.90 Gravel...... Jan. 2 71, 500. 00 35, 000. 00 
Missourn..... a4 SB. 2. Se eee i eee oa = : Jan. 22 |.... 130, 245. 50 65, 122.75 
eo Se ee ee 8.00 Asphaltic mac ‘adam . ; Jan. 29 142, 053. 45 71, 026. 72 
Montams..........0- De PP naeseiackeodasaneccatesatelecwewas : Bridge elaniened = -oo-] Jam. 14 ; 33, 231. 00 16, 615. 50 
fo. ee 4.00 Gravel... Jan. 22 22, 000. 00 11, 000. 00 
19 | 6 A ee 4.00 , a , , os Ce oe 22, 000. 00 11, 000. 00 
8 ee ae ee oe tok a , : ee 20, 004. 60 10, 002. 30 
. | ae a ee ee aie Be Bee * Bese i at sa Se , =e nate 15, 397. 80 7,698. 90 
tf I nip cine cdeaneqnndind etl inceexnenebt Bridge. . ; Jan. 11 ‘ 65, 092. 50 32, 546. 25 
31 , Keceunnar ee abedeeceheaquwe’s 3. 60 Gravel. ... anti cdmaeasis --; Jan. 22 . 21, 903. 20 10, 951. 60 
SD fe cco Docc coecccsusccccccscccncss a). lean<d es ic 21,310. 20 10, 655. 10 
Nebraska... .. 14 iioit ena PN asicas atiriiren nt bara 42.00 Earth and sand-clay ..... SS {| 83, 875. 00 41,937. 50 
, BR eS ESS a Oe See 35. 00 Earth neat 3 : Jan. 16 : 75, 900. 00 37,950. 0C 
27 Dodge and Sanders... Soneee’ - i ae _ aE eRe sa ain i pasa a, —~ 50, 050. 00 25, 025. 00 
0 Le ee eee t,t ee Sree cance su| a. oe $< 70, 161. 85 33, 080. 92 
st NOPRDRis ses 5 conc a 3 ere |) 2 eS a sine Wepaeiesst MN MN Rewwstnsas 94, 000. 50 47, 000. 25 
ot Te eee eres ee ; 2. 40 Earth and grav el. mine © inascsnce 9, 515. 00 4, 757.50 
Se YE on a ane cngwiee ede wa eatniee 3. 00 See ee Jan. 20 19, 954. 00 9,777.00 
5 Se ee SS a ee 4 Jan. 29 ehhaw 36, 916. 00 18, 458. 00 
52 Vew Hampshire.... i eames Be, eae eee .-| Jan. 14 15, 806. 45 7,903. 22 
x 18  Hillsborough.......... aie wanepiet ‘i See rere esvscesel MO ae 9,070. 05 4,535. 02 
0) 19 | Cheshire........ 4 LDS ELT a, ee ae aa hk penknkneseedatneee ante” ~ er 9,128. 84 4, 564. 42 
x New Mexico........ tg ES pene Cay 7.00 Macadam . ‘ . ? Jan. 18 73, 787. 78 36, 893. 89 
71 en oe. a aaeewe 28. 90 Gravel and sand-c lay. awlecs |) a - 163, 933. 00 81, 966. 50 
61 16 1) DRI, BO. er 0= hn teccncesconss es 10. 65 ee Serie <2 reer 74, 547. 00 37, 273. 50 
x ut (Se itt Re Oona vencen seeesch cores 6. 54 peeous macadam. sae eam. 16 }.....<-- 130, 800. 00 65, 400. 00 
If ‘orth Carolina. . . -. 20 | Yadkin. ..........--e-scesseeees 6.41 Top all, 0... ~~ oe en00+se- ore wocewenen Jan. 22 25, 146. 00 8, 000. 00 
7 0 2 7 SR ee ee 7.482 | Concrete and sand-clay..........| Jam. 29 |.......... 193, 054. 05 23, 000. 00 
go SOS ee ee emer een 10. 405 Bituminous macadam............ 6am. 21 |.......... 174, 222.18 12, 000. 00 
8 OP SAGs seadnscenawnd pwowacen us 4.287 | Sand-clay or gravel.............. 4 ee 10, 230. 00 4, 000. 00 
North Dakota... -.- Bh OS Re 6 Pee eee 5.00 (OS SR pee eee a 2 eer 7, 128. 00 3, 564. 00 
24 OO | GN 6 casas sccccecosesaseues 15. 00 BE ikccaiecinasssa'enee oS 7 eer 18, 000. 00 9, 000. 00 
Oo 61 Fees vent tacaceeqwxmings ee Be paid ase tweces isenes .| Jam. Bh }...... 20, 000. 00 10, 000. 00 
Tt Def BNE < vasccdcccenssccscccses ! ae Pc Aite ees ea vesnysxasnkwnnes ie | eee 20, 669. 00 10, 334. 50 
Ty i ee | ERE ee eer | an deck Seneeestseesnvenunsucane a eee 19. 250. 00 6, 046. 88 
co me  Ofeggie.....--..... eT nas scanaxrnatenewoneuscekces 7.20 i aks si anaen Watton anmahdaltbass see ah Jan. 14 143, 817. 00 71, 908. 57 
(x vat | Dakota. ..... D bnnexiags | IRE Oe ae Sere i ee i ect ecneesageye osaeauct Jan. 11 26, 963. 39 13, 481. 69 
O Ah .. SR Se eae Se do ee ienseremekes JGR. FE |... .cccsees 72, 424. 00 36, 212. 00 
_( eg Oe ee ae eee roe | ga. SRS Serer Ter eee a eee 41,283.00 | . 16,412.71 
7 i cendwanss Dt hisas.c<sssuenseqectons 21.340 | Macadam.................. caeat OE BO Inteccn wes 287, 709. 67 143, 854. 82 
. ( CU pte < ones Bt FI ichey dosinncupresecinns smears | 20.10 Sand-clay or grav a EAR. > painadyes Jan. 18 4 65, 248. 80 , 500. 
Ut PE rawace camurystrens0ccerne 7.50 _ | ke Sie eRe RR (ER pee Jan. 7 40, 268. 00 20, 134. 00 
). ( | OR RL calaeconynaiianG= Wyse tnsddees | 7. 26 Bituminous gravel.............. a ae eee 45, 354. 89 14, 010. 00 
1. 09 SE | DIK, .... cc cccccccccccccccce 6. 50 ccnerkghssanuveqshssteatweless Gvswtlacsenswess 38, 979. 00 15, 345. 00 
, 0 h R iasc5 de xpes ctmmapane ephe | 10. 00 IE UIITEL.. 5... « «0 saindegchiceuude say Jan. 14 66, 630. 78 32, 628. 43 
9.19 4 ae |g hatagl oo a tar Ss age) Ada Re REI en | 18, 029. 79 9,014. 90 
). 03 448; 1.5... * SE EE I PEN Jan. 22 | 48, 518. 57 12, 500. 00 
} i 5. 50 DE SiunGesbscsuleantxen soaesau 7S 2 eee. 19, 827. 50 ‘ 00 
1.69 Co ee } 4. 30 RUE eaves di4sectartisbpendens SOM: BE hg cinedscn- 64, 00 32, 131. 00 
Vitginck<scsesues ieee ee ER ee i an: bisenkcupinunns$ haiiisxunsonds Jan. 22 23, 86 11, 549. 93 
4.05 OS eer Pee BR, Bh Seca denise 34,778.15 17, 389. 07 
| Bae iy 8 ea bc pl Me UE Venhaasces) 33, 486. 42 16,743.21 
Washington... ..... 5. 28 Gravel or macadam.............).....-.--- Jan. 22 37,976. 44 18, 750. 00 
1.077 ncSecnuioneeb vagceyeestielinnn st ...do 33. 178. 64 13, 789. 67 
West Virginia...... 4.50 spear bi dinates) tnicdaniws «leas Se. eee 59, 062. 50 , 
ne OE i a ae ey 78, 750. 00 | 10, 000. 00 
Wisconsin... . 5.75 Sand-ciay SS ee ee eee ee 7 eee 35, 823. 75 11,941. 25 
oo a oe Ch Ee ee eee ee) eee Pere eee err ee 8, 024, 454.49 | 3,066, 185.32 








1 Revision. Estimated cost increased from $78,314.43 and allowance from $39, 415.71, previous agreement; in previous agreement. 
2 Revision. Allowance increased from $25,000. 


? Revision. Estimated cost increased from $289, =. 22 and allowance from $144,975.31. 
4 Revised agreement. Estimated cost increased from $41,725.52 and allowance from $20,000. 
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OPERATIONS OF BUREAU OF 





PUBLIC ROADS UNDER THE 
FEDERAL-AID ROAD ACT. 


By P. ST. J. WILSON, Chief Engineer Bureau of Public Roads. 
(Address at convention American Road Builders’ Association, Feb. 25, 1919.) 


HEN the Federal-aid road act was passed in 
W 1916 it provided not merely a substantial 
Federal appropriation to help meet the ex- 
pense of road construction; it went further and 
sought to develop in the several States a spirit of 
self-help in the matter of road improvement and to 
strengthen the policy of State highway control. 
These purposes, greater in their ultimate benefit than 
the granting of money aid, have been and are being 
accomplished in the respective States so thoroughly 
as to indicate in the fullest measure the wisdom of 
the framers of the Federal act. 

It is generally admitted that only through an effi- 
cient State highway department with broad powers 
and ample funds can any State reach the maximum 
of accomplishment in road building and maintenance. 
The requirement of the Federal act that each State 
could cooperate only through a highway department 
gave a powerful impetus to the policy of State high- 
way management. At the time the first Federal 
apportionment was made 17 States were without high- 
way departments within the meaning of the act. 
To-day every State has a highway department fully 
meeting the requirements of the act. The assent of 
all the States has been given, together with a pledge 
of good faith to cooperate with the Federal Govern- 
ment throughout the life of the Federal measure. 


LAW’S EFFECT ON’ STATE PROGRAMS. 


To the end that haphazard road building should 
not be permitted, the Secretary of Agriculture at the 
outset asked each State to submit a program or 
scheme showing what the State contemplated doing 
under the joint plan. This each State has done and 
as an outcome of such orderly planning there has 
come about a strengthening of State highway de- 
partments, an appropriation of funds, and a desig- 
nation of specific State systems of highways as to 
give the brightest promise for an early and satisfac- 
tory working out of our own problems. I shall not 
burden you with a list of the measures adopted by 
the several States as a result of the Federal-aid road 
act, as such a list will include nearly all of the 
48 States. I might cite, however, the well-balanced 


and effective State highway system designed by 
Wisconsin following the passage of the Federal act, 
the designation of a specific State highway system 
in Virginia, the laying out of a trunk-line system in 





Illinois, as examples of the constructive efforts on 
the parts of the States to correlate their efforts with 
those of the Federal Government while working out 
their own problems to the best advantage. 

At the outset of this great cooperative undertak- 
ing it was found necessary to harmonize and provide 
uniformity to some degree at least inthe matter of 
surveys, plans, and specifications for Federal-aid 
roads. This was brought about through conferences 
with State officials, with the same success as was ob- 
tained in regard to the broader questions of legisla- 
tion and administration. State standards as to plans 
and specifications have been submitted for Federal- 
aid road work in 39 States, and we shall soon have 
this phase of the question on a routine basis for all 
of the States. 

DELAY CAUSED BY THE WAR. 

All of this far-reaching preliminary work, required 
as it was specifically by the terms of the act or by 
the necessary regulations issued under authority of 
the act, took a good deal of time, and when we began 
to find the ground cleared sufficiently to show pros- 
pects of actual road building we were in the midst of 
the mightiest war in the world’s history. We could 
not take railroad cars, fuel, labor, and money from 
the supreme test of defeating the Hun save only 
where the diversion of such forces had a direct bear- 
ing upon the winning of the war and served that 
purpose greater than would the purpose from which 
the labor, transportation, fuel, or money was with- 
drawn. Thus road building slowed down and finally, 
in the summer of 1918, it almost came to a standstill. 
There were grumblings and mutterings and much 
honest criticism of the restrictive policy in regard to 
road work. How much of it was justified no one 
will ever know. Such communities, however, as had 
gone on for years with the roads they had, and sud- 
denly thought it necessary to begin their building 
operations at the particular moment when the fat« 
of the world hung in the balance, could hardly have 
just ground for expecting that their needs should b« 
met at the expense of munition making, shipbuild- 
ing, or other direct war operations. Doubtless som: 
roads were delayed which should have been built 
but, however that may be, the point I am chief, 
interested in impressing on you is that, due to war 
conditions, the actual physical benefits of the Fed- 
eral-aid road act were delayed at least a year. 








I am glad to say, however, that with our prelimi- 
nary work all done, with the throttling influence of 
war removed, with the mighty stimulus of a blend- 
ing of public spirit and public need we are on the 
threshold of the greatest road building era the world 
has ever known. 


FEDERAL AID RECORD TO DATE. 


In order that you may know just what we have ac- 
complished in regard to individual Federal-aid 
projects and just what we anticipate, I may say that 
to the close of February 21, 1919, a total of 841 
projects had been approved by the Secretary of 
Agriculture, involving a total estimated cost of 
$61 333,454.94, of which Federal aid was called for 
to the amount of $23,203,112.41. These projects 
aggregate 8,615 miles in total length, and involve 
every recognized type of construction, this being due to 
our policy of trying to meet the individual needs in 
the light of the local conditions in each State and lo- 
cality. You understand, of course, that the approval 
of projects does not mean necessarily that they are 
ready for actual construction. Surveys must be 
made and plans, specifications, and estimates pre- 
pared and approved for each project before the con- 
struction can be started. In many cases, the plans, 
specifications, and estimates are ready at the time 
the application is approved, but in many other cases 
they are not submitted in satisfactory form until a 
long time after such approval. 

Of the total number of projects approved 434 had 
reached the stage at the close of February 21, where 
the plans, specifications, and estimates had been ap- 
proved so that construction might actually begin. 
These projects carried a total estimated cost of 
$30,111,226.79, of which amount $11,663,086.85 con- 
sisted of Federal aid. The total mileage of the 
projects thus made ready for construction was 3,586 
miles. On January 31, 316 projects were actually 
under construction or completed, involving a total 


estimated cost of $22,672,233 and Federal aid to the 
amount of $8,382,067. 


PRESENT ROAD BUILDING PROGRAM. 


That you may understand the scope and extent of 
our road building program for this year, I would state 
that the total amounts apportioned to the several 
States, after deducting 3 per cent for administrative 
purposes, aggregate $29,100,000 for the fiscal years 
1917, 1918, and 1919, this period ending June 30 of 
this year. An additional $19,400,000 becomes avail- 
able July 1, making the total apportionment for the 
four years $48,500,000. Deduct from this the 
amount of approximately $8,500,000, referred to 
above, and we may say there are $40,000,000 of 
Federal funds to apply to this year’s projects. As 
the States must provide at least an equal amount, 


you can see that there will be a minimum of 
$80,000,000 for Federal projects if all of the Federal 
money under existing appropriations is met. As a 
matter of fact, the States have been putting up in the 
past a little over 60 per cent of the cost of Federal 
projects, and if this policy continues, the amount 
available for Federal-aid roads would run over 
$100,000,000. To this amount must be added the 
forest road appropriations which are averaging about 
$1,300,000 per annum of Federal funds, making 
available for this class of work, including local funds, 
approximately $2,600,000. 

In discussing the Federal-aid program I have not 
thus far taken into account the appropriations car- 
ried by the amendment to the Post Office bill. This 
amendment, as you probably know, carries an appro- 
priation of $50,000,000 to become immediately avail- 
able, $75,000,000 to become available July 1, of this 
year, and $75,000,000 to become available July B. 
1920. Thus it provides for this calendar year an 
additional $125,000,000, and if this is met dollar for 
dollar by the States, it means $250,000,000 added to 
the $80,000,000 I have already mentioned, or a total 
of $330,000,000, including administration. The for- 
est road appropriation under the new amendment is 
$3,000,000 for the fiscal year 1919 and $3,000,000 for 
each of the following fiscal years, so that it would 
mean an additional $6,000,000 for forest roads this 
year. I donot know whether the States will be able 
to meet this tremendous appropriation, but it is a 
stirring call to them to rise to the great task of doing 
a double duty, first, of providing needed public im- 
provements; and second, of meeting the great prob- 
lem of unemployment. 


LAW PROVED BY EXPERIENCE. 


It is rare in the history of legislation that any 
particular measure has been able to stand the acid 
test of its practical application without developing 
any weak points. It was to be anticipated that the 
Federal aid act would in course of time indicate 
a need for amendment in some particular. The 
Federal aid act has developed comparatively few 
weaknesses. The most serious, however, has been 
the requirement as to the post route status of each 
project. It has been exceedingly difficult to hold 
on the one hand the Federal aid improvement to a 
definite well connected program, and on the other 
hand to confine the improvements to roads on which 
mail routes were established or in reasonable pros- 
pects of being established. As you no doubt know, 
rural delivery routes follow very irregular courses 
in the endeavor to reach the individual patrons 
and it is, of course, absurd to build an important 
highway along such meandering routes. Further- 
more, in some of the Western States, which are yet 
in process of development, Federal aid projects 
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comprised long stretches of highway on which no 
mail routes were established and which would only 
depend upon the contingencies of the future for 
securing mail facilities along with the other benefits 
of well-organized and enlightened communities. 
This restriction in the.Federal act has undoubtedly 
delayed and very much hampered the accomplish- 
ment of practical results. An amendment, there- 
fore, in the post office bill this year is highly essential 
to the effective administration of the Federal aid 
act and it is hoped will remove one of the chief 
existing obstacles. 

When Congress put a limitation of $10,000 per 
mile in the allotment of Federal aid to individual 
projects they had in mind that where cities were 
building expensive boulevards, the Federal money 
should not by any chance be restricted in its useful- 
ness by becoming absorbed in the construction of a 
few miles of a purely local utility. Since the act 
was passed, a tremendous increase in the cost of all 
products and all efforts has made the $10,000 limi- 
tation a hindrance rather than a help to the work, 
and so the provision in the Post Office bill to raise 
the limit of Federal aid to $20,000 per mile is just 
one more shackle removed. 

It is a striking tribute to the effectiveness of the 
act that no other amendment, looking to any change 
in the existing measure, has been found necessary. 

PROCEDURE UNDER THE LAW. 

We are trying very earnestly to find ways and 
means of shortening the present procedure for the 
approval of projects and for accomplishing the 
various steps necessary before actual construction 
can be undertaken. I wish to emphasize, however, 
that cooperation of the State highway departments 
is essential to the accomplishment of this purpose, 
and that while we may, by cutting out some inter- 
mediate stops, materially shorten the time which 
‘we take in putting a project through, our actual 
records show that relatively a very great delay is 
due to the failure of the State highway departments 
to promptly submit plans, specifications, and esti- 
mates, to execute agreements and to carry out the 
steps plainly set forth in the rules and regulations. 

I have heard the opinion expressed that the 
Government held too rigidly to the requirement of 
substantial types of construction and thorough en- 
gineering. We find in our practical application of 
the Federal aid road act that it is impossible to 
establish a hard and fast standard for the entire 
United States. In some of the poorer and more 
sparsely settled States the requirement of costly and 
substantial types of construction will be equivalent 
to withholding the benefits of the Federal aid road 
act from the people,while in thickly settled territory 
where traffic is heavy we must insist upon types of 
construction amply sufficient to withstand the 


traffic conditions. Our engineering requirements 
are consistently held to a point below which ineffi- 
ciency would result, but here again we try to make 
the requirement elastic enough to prevent an undue 
burden upon those States and communities whose 
needs are slight and whose means are less. I be- 
lieve by following a ‘‘give and take” policy we shall 
get the utmost benefit out of the Federal aid road 
act, and I feel that as State highway departments 
are given more and more authority and facilities by 
the respective State legislatures, they are becoming 
more and more able to handle the Federal aid work 
as well as their other State work with such a degree 
of efficiency as to require little more than a routine 
superinspection, and a sort of moral support on the 
part of the Federal Government. 

The underlying principle of the whole Federa] 
measure is cooperation and if we who represent the 
Federal Government and those who represent the 
State governments continue to deal with each other 
in accordance with that fundamental principle, I 
feel sure that we shall have no troubles that are not 
easily capable of solution. 


MINNESOTA STATE TRUNK ROADS. 


The Minnesota Legislature has enacted a law 
adopting the system of State trunk highways pro- 
posed by State Highway Commissioner Babcock 
and providing for a constitutional amendment per- 
mitting the issuance of road bonds by the State, 
not to exceed $10,000,000 in any year, the interest 
and sinking-fund charges to be raised by the tax 
on automobiles and motor trucks. 


MOTOR-TRUCK REGULATION. 


A measure to regulate motor-truck traffic in 
Pennsylvania which will probably become a law at 
the present session of the legislature fixes 24,000 
pounds as the maximum weight of loaded trucks. 
25 feet as the maximum length, and 8 feet as the 
maximum width. It requires all municipalities to 
enact the same speed and crossing rules. 


FOR HORSE TRAFFIC. 


The New York State grange at its annual meeting 
in February adopted a resolution asking for a 
driveway for horse, of suitable footing, and wide 
enough to accommodate a wagon, along all State 
highways. There is much interest throughout the 
country looking to the proper provision for wagon 
traffic in the improvement of roads. 
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EFFICIENCY OF BITUMINOUS SURFACES 
AND PAVEMENTS UNDER MOTOR- 
TRUCK TRAFFIC. 


By PREVOST HUBBARD, Chemical Engineer, United States Bureau of Public Roads. 


(Presented at Convention of the American Road Builders Association, Feb. 25, 1919.) 


HE title of this paper covers a subject upon 
which a great deal of thought has been spent 
by progressive highway engineers as applied 

to prewar traffic conditions and its prospective nor- 
mal development. Many engineers had, at least in 
their own minds, classified the various types of pave- 
ments with relation to their efficiency under ordi- 
nary variations in traffic encountered on county, 
State, and municipal highways and their ideas were 
fairly well fixed on the subject as evidenced by 
more or less consistent practice in their choice of 
types when reconstruction or new construction be- 
came necessary. Just where the dividing line should 
be drawn, so far as traffic is concerned, between 
different types of pavements has always been a mat- 
ter of individual opinion, but in general with in- 
creases in volume and weight of traffic the increas- 
ing efficiency of the bituminous types has been rated 
as follows: 

1. Bituminous surfaces. 

2. Bituminous macadam. 

3. Bituminous concrete. 

4. Sheet asphalt and asphalt block. 
_ Suddenly and with little opportunity for anticipa- 
tion a very large mileage of our important State 
highways and many of our local county and munici- 
pal pavements were subjected to a tremendous in- 
crease in traffic. This increase was not only in vol- 
ume, which would have presented a comparatively 
simple problem to solve, but in the weight and load 
carrying capacity of the individual vehicle. This, 
coupled with an unusually severe winter and imme- 
diately followed by war restrictions upon the use of 
many road materials, labor shortage, excessive costs, 
and loss of members of highway engineering organi- 
zations, created a situation during the year 1918 
which was abnormally serious and complicated. 
With comparatively few exceptions, new construc- 
tion ceased and maintenance was so handicapped as 
to become inadequate. 


FAILURE UNDER HEAVY TRAFFIC. 


\fundreds of miles of roads failed under the heavy 
motor-truck traffic within a comparatively few weeks 
or months. Roads with bituminous surfaces, bitu- 
Minous macadam roads, and bituminous concrete 
roads all failed alike, together with other types used 
in State and county work. ‘These failures were not 
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only sudden but complete and almost overnight an 
excellent surface might become impassable. Such 
rapid and complete failures in municipal pavements 
were of less common occurrence, and as sheet asphalt 
and asphalt block have always been largely con- 
fined to municipal work failures of these types have 
not been noted to the same extent as the other types 
mentioned. 

In the haste and confusion of war activities little 
opportunity has existed for a systematic and com- 
prehensive study of the problem suddenly thrust 
upon highway engineers. Reports from all parts of 
the country have, however, established one out- 
standing fact which has a most important bearing 
upon any consideration of the efficiency of bitu- 
minous surfaces and bituminous pavements. A 
very large proportion of the failures have been 
characterized by an almost simultaneous destruction 
of the entire road structure, and not merely the dis- 
integration of the wearing course or pavement 
proper. No type of pavement will be efficient unless 
provided with a foundation which will hold up the 
pavement until it is worn out. When, therefore, the 
entire structure fails suddenly, inadequate subgrade 
or foundation conditions are primarily responsible 
and but little basis exists for placing an efficiency 
valuation upon the wearing course. 


CAUSES OF FOUNDATION FAILURE. 


Inevitably coupled with sungrade and drainage 
conditions, foundation failures occurring as pre- 
viously described may be due to one of two causes, 
lack of thickness or inability of the foundation struc- 
ture to sustain the loads without appreciable internal 
movement. So far as bituminous surfaces or bitu- 
minous pavements are concerned remedy of the first 
cause does not affect the general type of construction. 
If, however, present heavy motor-truck traffic is to 
continue and possibly increase in weight as well as 
volume the second cause may have a direct bearing 
upon possible modifications in design and in the 
ultimate determination of the efficiency of certain 
classes of bituminous work. Most subgrades have a 
much lower carrying capacity in the spring than at 
other periods of the year. As there is practically no 
slab effect produced by the structure of a broken 
stone or gravel foundation, a load applied to any 
overlying bituminous surface is transmitted quite 
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directly to the subgrade. In other words, the inten- 
sity of load under its point of application is relatively 
high throughout the foundation thickness. 

Under heavy motor-truck traffic the intensity of 
load transmitted through a 2-inch thickness of dense 
bituminous concrete to the foundation may be so 
great as to cause an internal movement sufficient 
to produce disintegration of the pavement. This is 
particularly true when the subgrade is of a soft or 
clayey nature and appears to be quite possible irre- 
spective of any economical thickness of broken stone 
or gravel foundation which may be used. In gen- 
eral the experience on heavily traveled city streets 
has demonstrated the necessity of a slab foundation 
for any wearing course, and there appears to be no 
reason why such experience should not serve as a 
guide for new construction of bituminous pavements 
on State and county highways subjected to modern 
heavy-truck traffic. On these highways the traffic 
has certainly been as severe as on many city business 
streets, so far as weight of unit loads is concerned, 
and more severe when the high speed often attained 
by such traffic is considered. 


BITUMINOUS SURFACE TREATMENT. 


With respect to existing gravel and macadam 
roads, whether or not they have been previously 
surface treated with bituminous material, it would 
seom far safer at the present time to attempt to pre- 
serve such roads under heavy motor truck traffic 
by means of surface treatment with bituminous ma- 
terials rather than to utilize them as foundations for 
the construction of new bituminous macadam or 
bituminous concrete pavements. In other words, 
for the time being such treatments may prove more 
efficient than the use of a higher type of pavement 
placed upon the existing road, although it is clearly 
recognized that, under heavy motor truck traffic, the 
bituminous pavements are more efficient, providing 
the foundation is adequate to support the loads. 

Under the same conditions of traffic bituminous 
surfaces are most efficient in localities where frost 
action is either absent or not severe. Such treat- 
ments used in connection with gravel roads adjacent 
to Army cantonments in the far South have given 
reasonable satisfaction, even under heavy motor 
truck traffic. North of the frost line and particu- 
larly in connection with the treatment of clayey 
gravel roads which become soft during the spring 
months, bituminous surfaces are apt to completely 
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disappear. If, however, the gravel road is main. 
tained by dragging and at the end of the thawing-out 
period is reshaped, thoroughly compacted, and again 
treated with bituminous material, it may be kept in 
a reasonably satisfactory condition. 


HEAVY MAINTENANCE COSTS. 


Under very heavy motor truck traffic, however. 
maintenance costs may be extremely high, so that if 
a continuation of such traffic is to be expected the 
construction of a new road may be necessary. Thus 
during a period of 120 days on a clay gravel road 
leading from Alexandria to Camp Humphreys, Va., 
which was subjected to an average daily traffic of 
some 230 heavy motor trucks, the cost for mainte- 
nance amounted to approximately $10,000 per mile. 
Because of this enormous expense the construction 
of a new type of road became necessary. 

In connection with this road it is of interest to 
note that prior to its maintenance as a gravel road 
it had served as a 6-inch foundation for a dense bitu- 
minous concrete pavement 2 inches thick. This 
pavement had successfully passed a year of ordinary 
country and pleasure traffic, carrying a large number 
of touring cars between Washington and Mount 
Vernon. In the spring of 1918 it was suddenly sub- 
jected to an average traffic of over 200 heavy motor 
trucks a day, and within a comparatively few weeks 
was absolutely ruined, due to failure of the founda- 
tion during the thawing out period. An extension 
of this road in the city of Alexandria consists of a 
number of sections of very carefully constructed 
bituminous macadam laid some years ago upon a 
concrete base. Although subjected to the same 
heavy traffic, the bituminous macadam, ordinarily 

considered less efficient than bituminous concrete, 
did not fail, except in a few places where failure of 
the concrete base could be held responsible owing to 
exceptionally poor subgrade conditions. 


BITUMINOUS SURFACES ON MACADAM. 


Bituminous surfaces on properly constructed ma- 
cadam roads subjected to heavy motor truck traffic 
may, as a rule, be maintained in localities north of 
the frost line with less expense and better results 
than on gravel roads under the same conditions. 
Such surfaces, under heavy motor truck traffic, can 
not be considered as economical from the ordinary 
standpoint, but may prove the most efficient tempo- 
rary method of preserving the existing road until 
money is available for reconstruction. It is believed, 
however, that under these conditions bituminous sur- 
faces will not even prove efficient unless constantly 
maintained by a patrol system operating throughout 
the year. 

Maintenance by the Bureau of Public Roads of 
experimental bituminous surfaces on the Rockville 
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Pike, Maryland, which is a macadam road, have 
demonstrated that such surfaces constructed with 
suitable tar and oil products are efficient under 
reasonably heavy traffic, provided the patrol system 
of maintenance is followed. If such a system had 
not been in use during the past year when from 28 
traffic counts an average of 135 motor drays, 816 
motor pleasure vehicles, and 61 horse-drawn ve- 
hicles per day passed over the road, it would from 
all indications have been completely destroyed. 

With regard to the efficiency of bituminous 
macadam under heavy motor-truck traffic, there are 
a number of points to be considered. In general, 
bituminous macadam has not been thought to be 
efficient for such traffic but, on the other hand, it 
has almost invariably been placed upon a broken 
stone or gravel base. Results obtained in the city 
of Alexandria, which have previously been men- 
tioned indicate that if properly constructed and laid 
upon a concrete base the bituminous macadam may 
prove quite satisfactory. 


PAY ATTENTION TO CONSTRUCTION. 


Aside from character of foundation, it is believed 
that sufficient attention has not in general been paid 
to the important details of bituminous macadam 
construction so as to obtain best results. Too 
frequently the coarse stone is not sufficiently com- 
pacted before the first application of bituminous 
material is made, and later uniform compaction is 
extremely difficult, if not impossible to secure. 
Rutting the road with certain types of distributors 
just prior to application of the material is a common 
cause of lack of uniformity in compaction, and a 
strong tendency to distribute faster than the road 
can be satisfactorily compacted and finished by a 
single roller is another. 

Best results from this type of road which have 
come under the writer’s notice have been secured 
by the hand pouring method, although this method 
is considered antiquated by many engineers. Where 
the first application upon the thoroughly compacted 
coarse stone is made diagonally across the center 
line of the road and the second pouring or seal coat 
is made. in a direction diagonally across the first, 
With proper attention to uniformity of distribution 
itis possible to secure a very excellent pavement, as 
has been repeatedly demonstrated by Mr. E. C. 
Dunn, city engineer of Alexandria, Va. 

















The efficiency of bituminous concrete, sheet 
asphalt, and asphalt block pavements under city 
traffic is so well understood as to require little com- 


ment in this paper. If laid upon suitable concrete 


foundations there is no reason to suppose that the 
results given by these pavements in city construc- 
tion will not be duplicated on county and state high- 
ways subjected to heavy motor-truck traffic. If the 
foundation is inadequate to support the load, the 
pavement is bound to fail, but, as previously pointed 
out, failure can not then be considered a measure of 
the pavement proper. 


MATERIALS OF CONSTRUCTION. 


With regard to materials of construction a few 
comments may not be out of place, as the efficiency 
of a bituminous surface or bituminous pavement de- 
pends not only upon its method of construction but 
of what materials it is composed. 

In general, the author’s observation and ex- 
perience has been that the most efficient bituminous 
carpets are constructed with the heaviest grade of 
bituminous material which it is possible to apply 
and make adhere uniformly to the road surface. 
For cold-surface treatment this will demand either 
a cut-back asphalt, a heavy asphaltic oil with specific 
viscosity of 80 to 120 at 25° C. containing an ap- 
preciable amount of volatile material that will 
evaporate after application and leave practically 
an asphalt mat residue, or the most viscous refined 
tar product that can be applied cold. For the latter 
a specific viscosity as high as 25 to 35 at 40° C. 
should be used if climatic conditions will permit. 

While on old macadam roads it is advisable to 
keep the thickness of carpet under one-half inch, on 
certain types of soft gravel it may be of greater 
thickness provided a hard and tough coarse aggre- 
gate cover of sufficient size to force into the old 
gravel surface by rolling is used. For clay-gravel or 
sand-clay-gravel roads north of the frost line it is 
believed that for maintenance under heavy truck 
traffic light superficial treatment with bituminous 
materials applied cold will prove more efficient than 
the construction of a bituminous carpet, although 
neither will be adequate to carry the road through 
winter. 

With regard to bituminous macadam and coarse 
aggregate bituminous concrete, there is little to 
suggest in connection with the grades of bituminous 
materials ordinarily used. It is believed, however, 
that even in the northern United States the use of 
an asphalt cement softer than 120 penetration or a 
refined tar of less than 120 second float test at 
50° C. for bituminous macadam is inadvisable if 
modern heavy motor traffic is to be sustained. It 
is also believed that more attention should be given 
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to specifying and securing a uniform size, and grad- 
ing within reasonable limits, of coarse stone for bi- 
tuminous macadam in order to promote uniformity 
in the penetration of the bituminous material as it 
is applied and to produce a surface that will wear 
as uniformly as possible. Such specifications should 
be based upon tests made with laboratory screens 
and should at least cover the permissible percentage 
retained on the maximum and passing the minimum 
diameter of screens selected, as well as the percent- 
age limits required to pass or be retained upon an 
intermediate screen. 


USE OF HARDER GRADES OF ASPHALT. 


In connection with sheet asphalt and the fine 
aggregate bituminous concretes the tendency to use 
harder grades of asphalt cement than heretofore 
used may prove advisable for very heavy traffic 
conditions. It is quite possible, however, that 
better results may be secured by a reduction in the 
compacted thickness of such pavements with a cor- 
responding increase in thickness of binder course 
where one is commonly used. For fine aggregate 
bituminous concretes which are commonly laid with- 
out a binder course, the introduction of such a course 
not less than 14 inches thick may prove advisable 
with a reduction in thickness of wearing course to 
not more than 14 inches. Provided the binder 
course is properly constructed such practice should 
tend to produce a pavement less susceptible to dis- 
placement under heavy motor truck traffic. In any 
event it is believed that even more attention should 
be paid to aggregate grading than heretofore in order 
to produce most satisfactory results. 

The resistance to displacement of compacted bi- 
tuminous aggregates, containing particles from one- 
half inch in diameter down and consisting largely 
of sand, is mainly dependent upon grading of the 
mineral aggregate and hardness of the bituminous 
cement. When, however, the particles become very 
small and possess absorptive or colloidal properties, 
neither grading nor consistency of the cementing 
medium are such important considerations. Very 
large surface contact and high frictional resistance 
then become the prime factors. Thus, a fine mastic 
composed of limestone dust or clay and a very soft 
asphalt cement may exhibit even greater resistance 
to displacement than a graded sand aggregate mixed 
with a much harder asphalt cement. The former 

type is exemplified by certain finely pulverized 
bituminous limestones. 
recently passed the experimental stage. It is quite 
possible, however, that future developments will 
establish such extremely fine bituminous aggregates 
as being highly efficient under heavy motor truck 
traffic for both the sheet and block type of con- 
struction. 
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Use of the latter has but. 


LARGE FEDERAL-AID PROJECT. 


The State highway department of Pennsylvania 
has just submitted the statement for one of the 
largest projects on which Federal aid has so far 
been requested. The road is located between 
Gettysburg and Harrisburg and has a net length 
of 29.9 miles. An 18-foot concrete pavement is 
planned for the entire route, an option of a bitumin- 
ous concrete top on a concrete base being offered, 
The estimate of the cost as now presented is 
$1,315,000, which is at the rate of nearly $44,000 
per mile. 

Projects of this sort indicate the advancement 
which is being made toward the improvement of 
long stretches of road with the higher types of 
surfaces and show conclusively that the public is 
back of the movement for better highways. 


HIGH-CLASS MARYLAND ROAD. 


The State highway department of Maryland has 
recently submitted the project statement for 13.1 
miles of concrete highway to connect Claiborne 
with the present concrete road running out of 
Easton. The reconnaissance estimate calls for 
an expenditure of $453,860, which is at the rate of 
nearly $35,000 per mile. The surfacing is to be 16 
feet wide and of standard thickness and will, it is 
estimated, cost about $3.50 per square yard. 

Only a few years ago such a price would have been 
considered prohibitive. Now it is accepted without 
question. This difference in attitude speaks vol- 
umes as to the extent to which the public at large is 
back of the movement toward the construction of 
high-class roads. 


ALL WORK ON FEDERAL-AID ROADS. 


In order to meet the largely increased amount of 
Federal aid allotted to California under the nev 
appropriation, the California highway department 
has decided that it will be necessary to do all State 
highway work for the next three years on Federal: 
aid projects. 


FOR COUNTY HIGHWAYS. 


The 10 towns in Suffolk County, N. Y wil 
have about $600,000 to spend on roads this yea: 
This amount includes that appropriated by the 
towns, the State-aid funds awarded by the Stat 
highway commission, and balances on hand 2 
several towns from appropriations not used las: ye#! 
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STATE HIGHWAY MANAGEMENT, 
CONTROL, AND PROCEDURE 


By M. 0. ELDRIDGE, Assistant in Road Economics, G. G. CLARK and A. L. LUEDKE, Engineer Economists of the Bureau of Public Roads. 


N the foregoing numbers appeared the chapters 
on State highway management, control, and pro- 
cedure. In this number are presented the chap- 

ters on 28 additional States, completing the series. 
Each one takes up the development and results of 
State participation and control of road work and 
the relation of State to local control; organization, 
personnel, duties and powers of State and local road 
officials; classification of State and local roads with 
particular reference to control and basis of payment, 
including methods of selection, powers of State high- 
way departments in granting aid, procedure in mak- 
ing surveys, letting contracts, and the control exer- 
cised by the State and local officials over road con- 
struction and maintenance; sources of State and 
local funds, basis of allotment and apportionment 
of State funds, and the relation of State to local 
funds, and the amount available for road purposes 
during the last calendar or fiscal year. 


MINNESOTA. 


DEVELOPMENT. 


State participation in Minnesota is of very recent 
origin, of State-wide extent, and consists of advisory 


and supervisory assistance and monetary aid. 
State participation had its beginning with the pas- 
sage of the constitutional amendment in 1897 


authorizing the use of State funds for highway 
improvement and authorizing the establishment of 
a State highway commission. 

The State highway commission, which was first 
established in 1905, has been subject to additional 
legislation affecting its powers and duties and per- 
sonnel until at present State authority over road 
ma'ters is vested in a commissioner appointed by 
the governor, who administers the expenditure of 
State and Federal funds provided for highway im- 
provement. He has limited supervision over cer- 


tai local funds, which are generally expended under 
the jurisdiction of assistant engineers appointed by 
the 


commissioner and who are located in the various 
counties of the State in charge of State highway 
work and such local highway work as may be dele- 
gated to them by the county or town officials. 

The system of State highways, comprising 13 per 
cent of the total road mileage of the State, has been 


selected by the county boards, subject to the ap- 
proval of the State commissioner of highways. 
This system is being improved by means of State 
and local funds. Approximately two-fifths of the 
mileage in the system of State highways as at pres- 
ent designated has been improved. However, this 
system may be amended as needed by joint agree- 
ment by the State and local officials. 

During 1916 the State highway department ex- 
pended $1,390,525 of State funds and exercised 
supervision over the expenditure of $3,337,550 of 
local funds. The total expenditures for the period 
by all road forces of the State amounted to 
$8,742,278. Thus the State contributed 15.9 per 
cent and exercised supervision over 54 per cent of 
all expenditures. The total expenditure from all 
sources during 1917 amounted to $8,024,760. 

While highway improvement is carried out on an 
extensive scale in Minnesota, the improvements are 
so located as to secure the greatest benefit to the 
counties themselves and at the same time develop 


a system of main arterial highways throughout the 
State. 


ORGANIZATION. 


The organization of the highway forces of the 
State and their relation is shown on the diagram 
herewith. 

State.—The State highway department is ad- 
ministered by a State commissioner of highways 
appointed by the governor for a term of six years. 
He appoints and is assisted by a deputy commis- 
sioner, who is required to be an experienced road 
builder and engineer and who is in charge, subject 
to the orders of the commissioner, of the technical 
work of the departn nt, and by a chief engineer in 
charge of bridges, culverts, and special structures, a 
first assistant road engineer in charge of mainte- 
nance, State aid, etc., and a road-construction engi- 
neer in charge of road-construction design and Fed- 
eral-aid work; also by five division engineers, who 
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have general supervisory charge of read and bridge 
work in the various counties to which Federal and 
State funds are contributed. 

Assistant engineers who have charge and super- 
vision of construction and maintenance of State 
highways in the various counties are appointed 
by the commissioner. However, one or more 
counties may comprise the territory to which an 
assistant engineer is assigned. Other employees, 
technical and clerical, are employed by the com- 
missioner as required by the volume of work in 
hand. The total expense of maintaining the State 
highway department is restricted to not more than 
10 per cent of the State road and bridge fund, and 
the total expense of the central office of the depart- 
ment may not exceed $25,000 per year. The 
commissioner is required to publish general rules 
for the construction, improvement, and maintenance 
of the State roads, taking into consideration the 
suitability and availability of local materials to 
allot State funds, and to order payment thereof 
to the various counties of the State, to enter into 
contracts for maintenance under certain conditions, 
and to inspect annually all bridges of 30-foot span 
or more throughout the State. 

County.—Authority over road and bridge affairs 
is vested in a county board consisting of five members 
elected for terms of four years. One member 
thereof is elected chairman. The county auditor 
is clerk and the county treasurer is fiscal agent 
of the board. The board has the necessary au- 
thority to levy taxes, to enter into contracts for 
improvement of roads and bridges on State and 
county highways, and to engage such agents or 
assistants as may be required to complete such 
work. The engineering work of the county is 
generally done by the assistant engineer detailed 
thereto by the State highway commissioner, and 
as a general rule a close and harmonious relationship 
exists between the boards and the engineers co- 
operating with them. 

Towns.—The towns of Minnesota consist of an 
area generally identical with one or more con- 
gressional townships and are governed by a board 
of three supervisors elected for terms of three years. 
They have jurisdiction over town roads and employ 
an overseeer and such other forces as may be re- 
quired to construct and maintain the same. The 
board has authority to levy taxes for and to enter 


THRIFT IS POWER 
ree 




















into contracts relative to road construction and 
improvement. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 93,527 miles of public road in Minnesota 
are for the purpose of fixing responsibility for 
control, construction, and maintenance divided 
by legislative enactment into three groups, narrely, 
State roads, county roads, and town roads. 

State roads.—These comprise 12,700 miles of 
road selected by the respective county boards 
of the State with the approval of the State com- 
missioner of highways, or by the commissioner on 
a petition directed to him by 10 or more freeholders. 
They are constructed under county administration 
with State and county funds. . The percentage of 
cost borne by the State is 80 per cent in counties 
having an assessed valuation of less than $5,000,000, 
70 per cent in counties having an assessed valuation 
greater than $5,000,000, and is decreased 10 per 
cent for each $5,000,000 increase in valuation until 
only 50 per cent of the cost is paid in counties 
having an assessed valuation exceeding $15,000,000. 

Surveys, plans, specifications, and estimates of 
cost for roads of this group are made on request 
of the county board by the assistant engineer 
detailed in the county. If more than $500 will 
be involved in the proposed improvement, the 
plans and specifications are required to be submitted 
to the State commissioner of highways for his 
approval. The work may be done by force account 
under the direction of the assistant engineer, or 
by contract let by the county board. If by con- 
tract, the assistant engineer is in charge of the work 
during its progress, and partial payment may be made 
by the county board when approved estimates 
therefor are submitted by the assistant engineer. 

The final payment is not made until the work 
has been completed and has been viewed and 
accepted by a majority of the county board and 
until a certificate of such acceptance has been filed 
with the county auditor. 

The county auditor then files a statement with 
the State commissioner of highways showing the 
location and cost of the work done with a report 
from the assistant engineer showing such details 
as may be required by the commissioner. When 
this data has been examined and approved by the 
commissioner, payment of the State’s portion of 
cost is made on his order by the State treasurer. 

Towns may assist counties in construction and may 
receive their proportionate share of the refund 
when granted by the State. 

Roads of this class when improved are maintained 
by the county with State and county funds, Siate 
funds being allotted in the ratio of the division 
of costs of construction. 
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county fails to maintain such 
the State commissioner of highways is 
authorized to execute maintenance and to defray 
the cost thereof from the State reserve maintenance 
fund, and to later reimburse this fund by deductions 
made from future allotments to the county. 

Three counties of the State operating under 
special laws are exempt from State supervision 
over road matters except in those cases where 
State and Federal funds are used during construc- 
tion. 

County roads.—These comprise all roads con- 
structed by the county boards with county funds. 

Town roads.—All other roads of the State are 
town roads. They are constructed and maintained 
by town boards with town funds. 


REVENUES. 


State.—The State revenues are derived from four 
sources, namely, (1) the proceeds of the State-wide 
l-mill tax, producing about $1,550,000 annually, 
(2) net income from ‘Internal improvement fund,” 
producing about $12,000, (3) net income from motor- 
vehicle licenses, producing about $50,000 annually, 
and miscellaneous receipts and fees, amounting to 
$1,500. 

‘These revenues constitute the State highway fund, 
Which is disbursed in the following manner: On or 
before January 1 of each year, the commissioner of 
highways estimates the total amount available for 
the coming year. After deducting 10 per cent of the 
total for the expenses of the highway department 
and $50,000 or less for the reserve maintenance fund, 





the remainder is allotted to the various counties of 
the State in such amounts as will provide that no 
county receive less than 1 per cent nor more than 3 
per cent of the total allotment. Not less than 20 per 
cent nor more than 30 per cent of the county allot- 
ment is set aside for maintenance purposes. The 
maintenance is expended (1) on bridges and roads 
constructed in part with Federal funds and (2) on 
bridges and roads constructed in part with State 
funds. 

The amounts so allotted remain in the State treas- 
ury subject to expenditure on order of the State 
commissioner of highways. 

County.—The road and bridge fund of the county 
is obtained by a levy on all taxable property in the 
county at a rate of not to exceed 5 mills on every 
dollar of valuation. A special tax to meet Federal- 
aid funds of 5, 3, or 1 mill may be levied on each 
dollar of valuation dependent on whether the total 
valuation of the county is less than $10,000,000, 
greater than $10,000,000 and less than $25,000,000, 
or whether the valuation exceeds $25,000,000. 

Towns.—The board of supervisors may levy a 
tax for road and bridge purposes at a rate not to 
exceed 15 mills on each dollar of taxable property 
and may if authorized by a majority vote at the 
annual town meeting levy an additional tax at a 
rate not to exceed 10 mills on each dollar of taxable 
property. This special tax may be paid in labor at 
rates prescribed by statute. A drag tax of 1 mill on 
each dollar of taxable property outside of the limits 
of incorporated cities, towns, or villages is levied. 
The proceeds of this tax may be expended for drag- 
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ging, removing snow, or placing straw on sandy 
roads. The surplus in this fund on April 1 of each 
year may be transferred to the road and maintenance 
fund provided that at least $100 is left in the fund for 
emergency purposes. 


BONDS. 


Deferred serial bonds may be issued when author- 
ized by a majority of the voters affected by counties 
or towns for road and bridge improvements. The 
counties may not incur a total bond indebtedness to 
exceed 15 per cent of their assessed valuation and 
the term of the bonds is limited to 20 years. Towns 
may not incur a total bonded indebtedness to 
exceed 5 per cent of their assessed valuation, and 
the term of such bonds is limited to a period not 
exceeding 10 years. 

On January 1, 1915, $1,411,889 of bonded indebt- 
edness incurred by counties and towns was out- 
standing. These bonds bore interest at 4 per cent. 


MISSISSIPPI. 


DEVELOPMENT. 


State participation in Mississippi is limited to 
advisory, educational, and propaganda work by the 
State highway commission established in 1916. 
However, the approval of the State highway depart- 
ment is required on all plans and specifications pre- 
pared by engineers employed by county and special 
road district boards. Approximately $3,250,000 was 
expended during 1917 by the various counties for 
road construction and maintenance, and approxi- 
mately 2,600 miles, or 5.7 of the total road mileage 
has been surfaced, principally with gravel and sand- 
clay. 

ORGANIZATION. 


State.——The organization of the State road de- 
partment and of the counties and the relation exist- 
ing between the State and local forces is shown in 
the accompanying chart, and is briefly described as 
follows: 

The State highway commission is composed of 
three nonsalaried members appointed by the gov- 
ernor for a term of six years, one appointment being 
made every two years. The commission appoints 
a State highway engineer, who must be a competent 
civil engineer and road builder, who serves as the 
chief executive official of the department. His 
salary is $2,500 per annum and he serves four years 
or until removed for cause by the commission. 
There is also an assistant engineer appointed by the 
commission. The State highway department has no 
power to build, maintain, or supervise construction 
except on request of local authorities. The highway 
department upon request conducts campaigns of 


education, makes surveys, prepares plans, speci- 
fications, and estimates, and assists counties in 
securing competent engineers to take charge of 
construction work. 

Local.—The county boards of supervisors have 
general charge of construction and maintenance of 
county and district roads, and the raising of revenues 
therefor. A county board is composed of one super- 
visor elected from each supervisors’ district. The 
county treasurer acts as fiscal officer and disburses 
all road funds. The road taxes are collected by the 
sheriff, who is the county tax collector. Various 
provisions of law exist authorizing the building and 
maintaining of roads by contract and for the creation 
of special road districts. 

Boards of supervisors may appoint a county high- 
way commissioner, who in turn may employ a com- 
petent highway engineer to make surveys, plans, 
specifications, and estimates and supervise the 
building of improved roads. 

The counties may be divided by the board of 
supervisors into special road districts in which im- 
proved roads may be built under the direction of a 
district road commission composed of three members 
appointed by the county boards of supervisors. 
Such commissioners may employ a highway engineer 
to supervise the work. 

The county supervisor of each district is required 
to exercise general supervision over the public roads 
in his district except as above indicated. The dis- 
trict supervisors have the work done by contract, 
by prison labor, or may divide the roads of their dis- 
trict into convenient links and appoint an overseer 
for each link. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


There are approximately 45,800 miles of public 
road in Mississippi, of which 2,600 miles, or 5.7 per 
cent, were surfaced on January 1, 1915. There are 
no State highways or roads to which financial aid of 
the State is extended. However, the State highway 
law provides that engineers of county boards or 
special districts submit to the State highway depart- 
ment for its approval all plans and specifications. 
This gives the State highway department a certain 
control over the construction of improved roads, 
and will have the effect of standardizing types, 
widths, gradients, and bridge structures. Local 
roads are usually classed as county roads, district 
roads, or special district roads. In those counties 
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which have county highway commissioners, or where 
special district commissioners are provided, the work 
is done by contract under the direction of an engi- 
neer, although prison labor may be employed. 
Statute labor tax is usually applied to district roads 
and under the direction of the overseers. 


REVENUES. 


The only State funds available are those derived 
from annual legislative appropriations for the sup- 
port of the State highway department. This appro- 
priation amounted to $6,500 for the year 1917. 

Local roads are built and maintained from tunds 
derived from taxation on property, statute labor 
tax, receipts from automobile registration fees, from 
funds derived from bond issues, and with jail pris- 
oners. Supervisors are allowed to levy a money 
tux on all taxable property not to exceed 3 mills 
when the work is done by contract. An additional 
tax may also be levied on contiguous property for 
the maintenance of improved roads. Various other 
methods exist under the law for raising money in 
special districts. All able-bodied male citizens 
between the ages of 18 and 45 years, unless by law 
exempt, are required to labor eight days on the 
roads, or pay $3 in cash. 


BONDS. 


Most of the improved roads so far constructed 
have been built in special districts from funds 
derived from bond issues. The general bonding 
law of the State providing for the improvements 
of roads in one or more supervisors’ districts contains 
107921—19——5 
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a number of interesting, sound, and business-like 
features, namely: 

1. Bonds may be issued by boards of county 
supervisors for a county or district on petition of 
20 per cent of the qualified electors, provided the 
issue is not petitioned against by an equal percentage 
of electors, in which event an election must be held, 
when a majority vote decides the question. 

2. The bonds outstanding must not exceed 10 per 
cent of the assessed valuation of property in the 
county or district. 

3. The bonds must be paid off in annual install- 
ments between the tenth and twenty-fifth year from 
the date of issue. 

4. A special tax must be levied annually for the 
payment of interest and principal, and the proceeds 
can be used for no other purpose. 

5. A special tax of at least 1 mill must be levied 
for the maintenance of the road so constructed. 

The total county and district bonds outstanding on 
January 1, 1915, amounted to $8,327,172. 


MISSOURI. 


DEVELOPMENT. 


State assistance in laying out State roads and for 
the construction ot bridges thereon was extended in a 
limited manner at irregular intervals during the 
period 1821 to 1860. The grant of money aid was 
not made a permanent policy, but was provided by 
special acts of the legislature for each project. 
From 1860 to 1907 no participation was taken in 
road and bridge work by State authorities. In 1907 
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the legislature authorized the appointment of a 
State highway engineer with advisory and educa- 
tional duties, provided for the appointment of 
county highway engineers, and set aside a fund to be 
apportioned among the various counties of the State 
for road and bridge purposes. The State highway 
engineer was appointed by the State board of agri- 
culture, and during the period 1907 to 1913 several 
bulletins dealing with road matters were published 
under their joint authority. 

In 1913 the office of State highway engineer was 
abolished and a State highway commissioner was 
appointed by the governor. Funds were provided 
by the State to the extent of $15 per mile for the 
dragging of intercounty-seat highways. During the 
period 1913 to 1917 little or no supervision was pro- 
vided by the State for the construction of roads of 
standard types. During this period, 1913-1917, 
considerable money was allotted by the State to the 
counties for construction purposes, although the 
State exercised little supervision other than inspec- 
tion and approval of the plans proposed to be tol- 
lowed in the expenditure of the sums allotted. In 
1917 a State highway board was authorized, a 
system of State highways selected for improvement 
under the superivion of the board, and appropriation 
equal in amount to Federal tunds allotted was made 
and the State highway department was reorganized 
and expanded. 

At the close of 1916, 7,250 miles or 7.6 per cent of 
the total road mileage of the State had been hard 
surfaced. 

During 1916, $482,860 of State funds were dis- 
bursed by the State highway commissioner. This 
amount included allotments to counties for con- 
struction, payments for dragging of intercounty-seat 
roads, and the expenses of the State highway depart- 
ment. The total expenditure by all road and 
bridge forces of the State during the year totaled 
$7,982,860. State disbursements thus equalled 6.2 
per cent of the total expenditures. During 1917 the 
total expenditure from all sources amounted to 
$7,374,933. 

ORGANIZATION. 


The organization of the highway forces of the 
State and the relation existing between them is 
shown on the chart given. 

' State.—The State Highway Department is headed 
by the State highway board, a bipartisan body com- 
posed of four members appointed by the governor 
for terms of four years, two members being appointed 
biennially. The board selects the State highway 
engineer who serves at their pleasure and is their 
executive official. The State highway department 
is required to select a State highway system, ex- 
tending to each county of the State, containing not 
less than 3,500 miles and is required, whenever 
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funds are available, to extend this system by the 
addition of at least 500 miles per annum. 

The State highway engineer has supervision and 
control over all work done on the State highway 
system, is required to prepare standard plans and 
specifications for various types of road, bridge, and 
culvert construction; to furnish copies of same to all 
county, township, and district road officials, and to 
tender advice or instructions relative thereto when 
requested by such officials. 

Two assistant engineers and such other employees 
as may be required are appointed by the State 
highway engineer with the approval of the board. 
The State highway department is required to coop- 
erate with county courts, township and district 
boards, and with individuals and private associa- 
tions organized for the improvement or construc- 
tion, at joint expense, of roads selected by mutual 
agreement between the department and the indi- 
vidual board or body concerned. 

County.—In 92 counties of the State road and 
bridge affairs are administered by county courts 
composed of a presiding judge elected for a four-year 
term and two associates judges elected for terms of 
two years. The county clerk and county treasurer, 
elective officials, are respectively clerk and fiscal 
agent of the court. 

The court may appoint a county highway engineer 
or if the office has been abolished by a majority vote 
of the qualified voters of the county, the county 
surveyor, an elective official, becomes  exoflicio 
highway engineer and assumes the duties imposed 
by law on the county highway engineer. 

The county highway engineer is required to be 
skilled in road and bridge building and general road 
work, and has general supervision of all road and 
bridge work in the county. He is required to render 
an annual report in such manner as may be pre- 
scribed to the State highway engineer. Each 
county is divided by the county court into road dis- 
tricts, each in charge of an overseer appointed by 
the court who serves under the direction of the 
county engineer. 

The county highway board composed of three 
members is appointed by the county court for terms 
of two years. This board lets contracts for dragging 
the intercounty seat highways. The county high- 
way engineer is ex officio a member of the board 
Monthly payments for dragging are made out of the 
State drag fund by the State treasurer to the various 
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county highway boards on certificates 
the boards and State highway engineer. 

Townships.—Twenty-two counties of the State 
have, in addition to the regular county organization, 
a board of directors and other elective officials for 
each township in the county. The county courts 
of counties of this group are required to appoint a 
county highway engineer who has general super- 
vision over all township road work. Road overseers 
in charge of the various districts of the township 
are appointed by the township boards. ‘Township 
boards may not expend for bridge purposes more 
than $100 per bridge and all expenditures of $25 or 
over must be approved by the county highway 
engineer. Townships may cooperate with the State 
highway board for the improvement of State high- 
ways. 

Districts.—The county courts of counties not 
under the township organization plan may author- 
ize, when petitioned therefor, the formation of 
special road districts not exceeding 64 square miles 
in extent. The affairs of such districts are ad- 
ministered by a board selected by joint action of the 
county court and the municipal council of the town 
required to be included in each district so organized. 
Such boards may levy taxes, issue bonds, enter into 
contracts, etc. Counties having township organiza- 
tion may by order of the township boards be sub- 
divided into special assessment districts of not less 
than 1 square mile in extent. Roads in such districts 
may be improved and the cost assessed against the 
land included in the district when a majority of the 
owners of the land affected so petition. 


executed by 


Improvements on State roads financed by bond 
issues or special taxes must be executed in accord- 


ance with plans approved by the State Highway 
Engineer. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 96,041 miles of public road in Missouri are 
divided for the purpose of fixing responsibility for 
construction, control, and maintenance into three 
general groups, namely, State roads, intercounty- 
seat highways, and county roads. 

State roads.—These comprise a system of 7,500 
miles selected by the State highway department and 
distributed among the various counties in proportion 
to their area, population, and mileage of public 
roads. Initiative for improvement or reconstruc- 
tion is taken by the local body having jurisdiction 
which makes application to the State highway en- 
gineer for State aid and guarantees to pay not less 
than 50 per cent of the total cost of the improvement. 
If deemed feasible and advisable by the State high- 
way engineer, and if State or Federal funds are avail- 
able, plans, specifications, and estimates are pre- 
pared by the local body and submitted to the State 
highway engineer for approval. 

The work may be done by day labor, by convicts 
detailed from the State penitentiary with the ap- 
proval of the State prison board and the State high- 
way board if request is made therefor by the county 
court; or the work may be done by contract let by 
the local body having jurisdiction. The work during 
progress is under the charge and supervision of the 
State highway engineer and on completion is in- 











36 


spected and accepted by him. 
contractor are made by the local board and on final 
acceptance of the work the local body is refunded 
50 per cent of the total cost by the State highway 
department, but if found desirable partial payments 
may be made by the State as the work progresses. 
Federal and State aid contributed may not exceed 


Payments to the 


50 per cent of the total cost of the work. Roads of 
this group when completed are maintained by the 
county with county funds. The State highway en- 
gineer is required to inspect or cause to be inspected 
all roads completed under this procedure, and to 
compel the county to maintain them in a condition 
satisfactory to the State highway department. 

Intercounty-seat highways.—The 11,350 miles 
of road connecting the county seats of the State are 
allotted State funds to the amount of $15 per mile 
per annum to be expended under the supervision of 
the county highway board for the purpose of dragging 
or otherwise improving them. 

County roads comprise all other public roads of 
the State, They are constructed and maintained 
by the county, township, or district boards with local 
funds. They may, however, receive an allotment of 
State funds equal in amount to the amount provided 
locally for the construction of permanent improve- 
ments. The State allotment to any county for any 
one year for this purpose may not exceed 3 per cent 
of the $200,000 annual appropriation made by the 
State legislature for distribution to all counties of 
the State. 

REVENUES. 


State.—The State road fund is composed of 
revenues raised, (1) by the imposition of a motor 
vehicle registration fee, (2) from the sale of option 
stamps, (3) from fees charged for registration of 
corporations. Amounts raised from each of these 
sources of revenue are not known, but the legislature 
has appropriated from this fund for road improve- 


ment for the biennial period January 1, 1917, to 

December 31, 1918, the following amounts: 

1. Support of the State highway department......... $150, 000 

2. To meet Federal aid funds......................-.-. 1,020,000 

a AE aa I lee an ae ae gl 400, 000 

4. For permanent improvements and allotments. ..... 400, 000 
|e ae ae 


1. The fund for the support of the State highway 
department is disbursed on order of the State high- 
way board. 

2. The fund for Federal aid is disbursed by the 
State highway board for projects approved and 
granted funds by the United States Secretary of 
Agriculture, the disbursements being in the ratio 
of $1 State funds and $1 United States funds for each 
$2 of local funds provided. 


3. The drag fund is disbursed by the State high- 
way engineer to the county highway boards to de- 
fray the expense of dragging or otherwise improving 
intercounty seat roads. Fifteen dollars per mile is 
the maximum expenditure allowed by the State. 

4. The permanent improvement allotments are 
distributed by the State highway engineer among 
the several counties, townships, or districts of the 
State in amounts equal to the amount raised locally 
for specific improvements of roads or bridges, pro- 
vided that the amounts so allotted be in proportion 
to the assessed valuation of the various counties, and 
no county may receive more than 3 per cent of the 
total fund. All improvements financed with the 
joint fund thus provided are required to be executed 
in accordance with plans and specifications approved 
by or acceptable to the State highway engineer. 

Local.—All county courts are required to levy 
for road and bridge purposes a tax at a rate not less 
than 10 cents nor more than 20 cents on each $100 
of assessed valuation of all real and personal prop- 
erty made taxable by law. This tax is placed to 
the credit of the county road and bridge fund. In 
counties not under township organization, a special 
road and bridge tax not exceeding 25 cents on $100 
may be levied, and the proceeds of this tax are ex- 
pended in the district in which collected. Dram- 
shop licenses fees of $250 to $400 for each license for a 
six months’ term are added to the special road and 
bridge fund. Townships may levy a road and 
bridge tax at a rate not less than 10 cents nor more 
than 20 cents on each $100 valuation. A poll tax 
at a rate of $4, payable in cash or labor, may be levied 
by the county court or township board. 


BONDS. 


Bonds in an amount not exceeding 10 per cent of 
the assessed valuation of the county and 5 per cent 
of the assessed valuation of the township or district 
may be issued by the counties, townships, or special! 
districts for road and bridge purposes. County 
bonds require the approval of two-thirds of th 
qualified voters of the county. Such bonds are 
limited to 20-year terms, subject to call, howeve: 
at any time, and may bear not to exceed 5 per cent 
interest, payable semiannually. Township bonds, 
when authorized by two-thirds of the voters of the 
township, may be issued, to bear not to exceed 6 pe! 
cent interest, become due in 15 annual installments, 
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the first of which shall become due not later than 
two years from the date of the bonds. 

Special district bonds may be issued by the special 
hoards of commissioners. Such bonds are of a type 
and are issued in a manner similar to that desc, bed 
under township bonds. 

On January 1, 1915, there was outstanding a total 
of $522,500 of bonds issued by the counties of 
Missouri for road and bridge purposes. These bonds 
hore interest at the rates of 5 and 6 per cent, and 
were issued for terms varying from 10 to 15 years. 


MONTANA. 


DEVELOPMENT. 


State participation in road improvement in Mon- 
tuna is of recent origin, limited in scope, and consists 
of a small amount of money aid derived from auto- 
mobile registrations applied to a system of State 
highways administered by a State highway commis- 
sion, 

State interest in road improvement was first mani- 
fested in 1913, when there was established a State 
highway commission consisting of three members 
and a State highway fund for the improvement of a 
system of State roads. The commission consisted 
of two ex officio members and a secretary-engineer, 
who was virtually the State highway engineer of the 
department. From 1913 to 1917 State activity was 
limited to the use of State convicts on road work and 
to the furnishing of plans, specifications, and super- 
vision of bridges. 
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® STATE CO-OPERATES WITH COUNTIES IN THE EXPENDITURE OF 4 OF THE 75% AUTO FUND APPORTIONED TO COUNTIES 


In 1917 this commission was abolished and a new 
commission, consisting of 12 appointive members, was 
provided for. The fund at the disposal of the com- 
mission for administration and for construction and 
maintenance of State highways consists of 50 per 
cent of the net automobile registration fees, which 
amounted to approximately $131,500 in 1917. The 
local expenditures during 1916 amounted to approxi- 
mately $3,500,000. The money over which the State 
exercises complete control, therefore, represents ap- 
proximately 3.5 per cent of the total. 


ORGANIZATION. 


The organization of the State highway depart- 
ment and the relation between the State and local 
forces is shown in the accompanying diagram and is 
briefly described as follows: 

State.—The State highway commission consists 
of 12 nonsalaried members appointed by the gover- 
nor, one from each of the 12 districts into which the 
State is divided for this purpose. Three are ap- 
pointed each year for a term of four years and no 
more than six members are to be of the same political 
party. They elect biennially from their member- 
ship three members to act as an executive com- 
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mittee, one of whom is designated as president of 
the commission and chairman of the committee. 
This would appear to be a rather cumbersome organi- 
zation, but it is evidently the intent of the law to 
have the commission handle questions of policy 
while the committee is to act for the commission in 
an executive capacity. This committee meets each 
month to let contracts and transact other business. 
It employs all engineering and clerical assistants. 
No State highway engineer is provided for by law, 
but a chief engineer at a salary of $3,600 and a 
bridge engineer at a salary of $3,500 and other 
engineers at salaries ranging from $2,400 to $3,000 
per annum have been appointed by the executive 
committee. 

The commission may have State highways con- 
structed and maintained by its own engineers, or it 
may have the work done by local authorities under 
State supervision, and in accordance with rules and 
regulations issued by the commission. 

Local.—The board of county commissioners is 
vested with general supervision over all roads except 
those designated as State highways and even State 
highways may remain under county control if the 
State authorities so elect. The county boards are 
composed of three members, one being elected bien- 
nially for a term of six years. They may employ a 
competent road builder to supervise all county 
work or they may direct the county surveyor to do 
this, and may divide the county into districts and 
appoint supervisors in charge of each. 

Special districts may be established in a county 
and a board of directors consisting of three mem- 
bers may be elected for each district. The directors 
appoint a supervisor under whose immediate control 
all roads in the district are constructed or repaired. 
The boards of county commissioners continue to 
exercise the power to lay out and construct new 
roads in such districts and may appoint a county 
road superintendent with whom the district super- 
visors must cooperate. 

Assessment districts may also be organized for 
the improvement of main highways. The work in 
such districts is handled by the county surveyor 


and the supervisors in whose district they are 
located. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of Montana, comprising approx- 
imately 39,200 miles, are for the purpose of fixing 
responsibility for construction, control, and main- 
tenance divided into three groups, namely, State 
highways, main highways, and common highways. 
About 800 miles or 2 per cent of the total have been 
surfaced. 

State highways.—These are designated by the 
State highway commission and are improved and 
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maintained under its direction with State, Federal, 
and local funds. The commission has designated 
2,400 miles as constituting this system, but so far 
no improvements have been made under the new 
commission. Between 1913 and 1916 about 180 
miles of earth and gravel roads were improved under 
the old commission, largely by the use of convicts. 

The procedure as to the making of surveys, the 
preparation of plans, specifications, and estimates, 
and the supervision of construction and maintenance 
of State highways has not as yet been definitely 
worked out under the new commission, This work 
may be done by the State forces or by local forces 
under State supervision. All contracts, however, 
must be let by the executive committee of the 
State highway commission and if the work costs 
over $1,000 it must be by competitive bidding. 
There is nothing in the State highway law to indi- 
cate how the maintenance of State highways will 
be handled or how the cost of maintenance will be 
paid. 

Main highways and common highways. 
These constitute all roads in the State not included 
in the State system. Main highways are improved 
at the joint expense of the county and assessment 
districts. The district must pay not less than 35 
per cent and may pay as much as 75 per cent of the 
cost, the county paying not to exceed 65 per cent 
of the cost. All land within 2} miles of a main 
highway may upon petition of two-thirds of the 
land owners abutting on it constitute an improve- 
ment district and the cost aside from the county’s 
share may be assessed by zones. Zone 1 embraces 
all land within one-half mile of the road on both 
sides and ends, zone 2 embraces all land 1 mile in 
width outside of zone 1, and zone 3 embraces all 
land 1 mile wide outside of zone 2. Of the district's 
share, 45 per cent is assessed against property in 
zone 1, 35 per cent to zone 2, and 20 per cent to 
zone 3. Surveys and estimates are made by the 
county surveyor and contracts are let or the work 
done by the supervisors in whose supervisory dis- 
trict the roads are located. 

Common highways.—These are constructed 
and maintained under the general direction of the 
county commissioners and boards of directors in 
special districts. The immediate supervision of the 
work may be handled in several different ways, de- 
pending upon whether the roads are in regular or 
special districts. Ordinarily the work is handled 
by the road supervisor. 
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REVENUES. 


State.—Seventy-five per cent of the net receipts 
from the licensing of automobiles constitutes the 
State highway fund, 25 per cent being returned to 
the counties or origin to be deposited in the general 
road fund of the county. Two-thirds of the State 
highway fund is expended by the executive com- 
mittee of the State highway commission for the sup- 
port of the State highway department and for the 
construction and repair and maintenance of State 
highways and to meet the Federal aid fund. All 
State funds and Federal funds must be expended on 
the system of State highways. One-third of the 
State highway fund is apportioned among the various 
counties by the commission in accordance with such 
rules as it may adopt, to be expended under the 
supervision of the State highway commission. It 
would seem, therefore, that if 25 per cent of the 
automobile money is in the first instance subtracted 
from the total fund and turned over to the counties 
and if one-third of the remainder is later turned over 
to the counties, it is apparent that the State has 
absolute jurisdiction over only 50 per cent of the 
automobile money. The total automobile fund for 
the year 1917 amounted to $263,032. If the fund 
was handled as above indicated, this would give the 
“State jurisdiction over $131,516 for expenditure 
during 1918, exclusive of balance on hand, which 
amounted to about $27,000, or a total of about 
$160,000. 

Local.—These revenues are derived from general 
county taxes and taxes on special and local assess- 
ment districts and from bond issues. The general 
county tax levied by the county commissioners must 
not be less than 2 mills and not more than 5 mills. 
There is also a $2 per capita tax on each male per- 
son between 21 and 50 years of age. These taxes 
apply to property and persons outside of cities in 
which a like tax is levied for streets. 

The local fund applied to roads and bridges during 
1916 amounted to approximately $3,500,000. 

Of the forest reserve moneys received by the State 
under the act of Congress of May 23, 1908, 663 per 
cent is apportioned to the various counties in which 
such forest reserves are situated in proportion to the 
acreage of such reserves. During 1917 the fund 
applied to roads amounted to $77,746. 


BONDS. 


The county commissioners may issue bonds for 
the improvement of State or main highways, but 
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no indebtedness can be incurred in excess of $10,000 
unless authorized by a majority vote of the electors. 
The indebtedness of a county is limited to 5 per cent 
of the assessed valuation. Bonds issued for a road 
improvement district must be paid in 10 years from 
the date of issue. The total road and bridge bonds 
outstanding on January 1, 1915, amounted to 
$2,224,000. 


NEBRASKA. 


DEVELOPMENT. 


State participation in road building in Nebraska 
is limited to a small amount of State aid to roads 
and bridges administered by the State board of 
irrigation, highways, and drainage. The State con- 
tributes about 10 per cent of all road and bridge ex- 
penditures and exercises supervisory control over 
nearly 20 per cent of all road and bridge funds, ex- 
clusive of Federal aid. 

The policy of aiding in the construction of large 
bridges originated in 1911 when a State-wide tax of 
one-fifth mill was levied for the purpose of creating 
a State-aid bridge fund. This tax has been ievied 
each year since that time, and with the proceeds the 
State has been paying one-half of the cost of con- 
struction and maintenance of bridges over 175 feet 
in length. 

The State-aid ‘policy was further enlarged and 
strengthened in 1917 by providing a 65/100 mill 
State-wide levy, the proceeds from which will be 
used for State aid to roads, to be expended, together 
with Federal aid and local funds, under the direction 
of the State board of irrigation, highways, and 
drainage. 

The total expenditures by all road forces of the 
State during the year 1917 amounted to approxi- 
mately $4,603,400. 


ORGANIZATION. 


The highway organization of the State and the 
relation existing between the State and local forces 
is shown on the accompanying diagram. 

State.—The State board of irrigation, highways, 
and drainage is vested with control over State aid 
to counties and with supervisory powers over the 
construction of Federal aid projects. The State 
board is composed of the governor, the attorney 
general, and the commissioner of public lands and 
buildings. 

The State engineer, appointed for a two-year term 
by the board, is their secretary and chief executive 
official. His salary is $2,500 per annum. The 
State board may also appoint three persons well 
versed in road building, who are to act without salary 
in an advisory capacity and who constitute the ad- 
visory board. The State board may also appoint an 
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engineer who shall be a civil engineer and practical 
road builder who shall act as secretary to the advisory 
board and be known as the State highway engineer. 
The State engineer has been appointed to this posi- 
tion and, therefore, occupies the quadruple position 
of State engineer, State highway engineer, and sec- 
retary to the State board and to the advisory board. 
Assistants to the State highway engineer are em- 
ployed by the State board. 

Local organization.—County boards are organ- 
ized either under the county board of commissioners 
plan or under the county board of supervisors plan. 
Counties which have a township organization have 
county boards of supervisors; others have county 
commissioners. In both classes of counties the gen- 
eral control of all roads under the authority and direc- 
tion of the county board is vested in a county high- 
way commissioner appointed by the county board. 
Each county not under township organization is 
divided into from three to five districts and one com- 
missioner is nominated from each and elected by the 
voters of the entire county, one being elected bien- 
nially. The county commissioners so elected con- 
stitute the county board of commissioners and has 
general supervision over roads and bridges in the 
county. They divide the county into districts, for 
each of which an Overseer is elected. The road over- 
seers are responsible to the county highway commis- 
sioner. Road dragging districts may be established 
and a superintendent ot dragging may be appointed 
for each district. 

The counties under township organization are 
divided into seven supervisor districts, each district 
electing a supervisor, the seven constituting the 
county board of supervisors. This board divides the 
county into townships. Each supervisor has charge 
of the expenditure of county funds apportioned out 
of the county treasury for his district. 

Counties under township organization may vote 
to have township supervisors, in which event one 
supervisor is elected for each township and the 
supervisors thus elected constitute the county board 
of supervisors. The governing body of the town- 
ship known as the township board, consists of a town 
clerk, an assessor, and a justice of the peace. Each 
year the township board selects one of its number as 
township highway superintendent, to have charge 
of all township road and bridge work. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of Nebraska comprise about 
80,300 miles, of which about 1,300 miles, or 1.7 per 
cent have been surfaced. For the purpose of fixing 
responsibility for construction, control, and main- 
tenance these roads may be divided into three 
classes, namely, State-aid roads, county roads, and 
township roads. 
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State-aid roads.—The designated system of 
State-aid roads, on which State and Federal funds 
will be applied, together with local funds, includes 
about 4,000 miles. After improvement these roads 
will be maintained by the counties under State 
supervision. 

The State board is authorized to furnish all bridge 
plans for structures costing over $500 each and to 
advise with county boards in regard to the building 
of roads and bridges, and upon request of the county 
boards to assist in the preparation of plans and in 
the supervision of work of construction and main- 
tenance. Roads and bridges built or maintained 
with the aid of State or Federal aid funds must be 
constructed under the supervision of the State board. 
The State board has no authority to designate on its 
own initiative the roads to be constructed with State 
or Federal aid funds, such power being vested 
specifically in the county boards. Construction con- 
tracts on State-aid roads and bridges are let by the 
county and State acting jointly. 

Applications for State-aid on bridges are initiated 
by county authorities. The State pays one-half of 
the cost of construction and one-half of the cost of 
maintenance exceeding $100 per annum on State-aid 
bridges 175 feet in length and over. The proportion , 
of the cost of construction of State-aid roads to be 
borne by the State and the counties is not definitely 
fixed. 

County roads.—All roads in counties not under 
township organization and not included in the State- 
aid system and to which county funds are contrib- 
uted, and all roads in counties under township organ- 
ization to which county tunds are contributed may 
be considered county roads. 

Township roads.—All roads in counties under 
township organization except those to which county 
or State funds are contributed may be considered 
township roads. 


REVENUES. 


State.—A State tax of one-fifth of a mill is 
levied annually, the proceeds from which are used to 
aid the counties in constructing and maintaining 
bridges of 175-foot span and over. A State tax of 
yor Of a mill is also levied, the proceeds from 
which are used to aid the counties in constructing 
roads. Of the one-fifth mill tax which produces 
about $110,000, approximately $105,000 or 95 per 
cent of the total raised is available for expenditure. 
There has been appropriated by the legislature 
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$320,000 for State aid to roads for each of the years 
1917 and 1918. The ,%§; mill tax is expected to 
raise about $327,500 a year, but any balance over 
$320,000 a year appropriated by the legislature will 
accumulate in the State treasury pending further 
legislative action. 

State-aid funds for State-aid roads and bridges, 
therefore, amount at present to about $425,000 a 
year. State-aid road money together with the 
Federal-aid road money is apportioned to the 
various counties on the basis of area, mileage of post 
roads, and population, each having a weight of one- 
third. Project districts each containing not over 
five counties have been established and all State and 
Federal funds in each district will be considered as a 
unit for such district and will be available for ex- 
penditure on a single project each year. By this 
arrangement it will not be necessary to build a road 
in each county each year, but it is planned to build a 
road in each county during the five-year period. 

Local revenues.—-Road and bridge taxes are 
levied by the county commissioners or the boards of 
supervisors. The road tax shall not exceed 5 mills 
and the bridge tax not to exceed 4 mills. The pro- 
ceeds from inheritance taxes and net receipts from 
the registration and licensing of automobiles are 
used for road construction and maintenance. In 
counties not under township organization, one-half 
of all the money collected constitutes a county road 
fund, and is divided equally among the commis- 
sioner districts. The other half is apportioned to 
the distriets for expenditure under the direction of 
road overseers. In counties under township organi- 
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zation, one-half of the road money collected from 
taxation constitutes the district road fund and one- 
half constitutes the town road fund. 

On petition of a majority of resident freeholders 
of any road district or township, the county board 
may levy a tax from not less than 5 nor more than 
25 mills on the taxable property of the districts, the 
proceeds to become a part of the road fund of the 
district or township. All road taxes must be paid in 
Any available county funds may be used in 
the construction or maintenance of State-aid roads, 
or a special levy of not to exceed 5 mills may be 
made by the county for this purpose. The local] 
expenditure from all sources during 1916 is esti- 
mated at about $4,300,000. 


cash. 


BONDS. 


County precincts and townships or cities may 
issue bonds for the construction of bridges upon 
three-fifths vote of the electors. When bonds are 
issued a special tax shall be levied by the county 
commissioners or boards of supervisors on the 
county, district, or township as the case may be, 
the proceeds of which are to be used for the payment 
of interest on the bonds which must not exceed 7 
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per cent, and for the creation of a sinking fund with 
which to redeem the bonds at maturity. Townships 
and precincts may issue bonds in amounts not to 
exceed 10 per cent of the taxable valuation for 
roads and bridges when authorized by a two-thirds 
vote. In counties having a population of over 
20,000 bonds may be issued for the improvement of 
special roads on petition of property owners and the 
money to pay the interest and principal on the 
bonds may be assessed against the lands lying within 
2 miles of the road improved. So far as can be 
ascertained no county, township, or district bonds 
have been issued. 


NEVADA. 


DEVELOPMENT. 


State participation in road improvement was first 
manifested in Nevada in 1911 by the appropriation 
of $20,000 to equip convict camps used under the 
supervision of the State engineer in the construction 
of trail roads. The State legislature from time to 
time designated certain roads as State roads, but 
placed the burden of construction and maintenance 
on the counties in which they were located. 

State funds were not again made available for 
road improvement purposes until 1917, at which 
time the State highway department was organized. 
A system of State highways was selected and a 
fund was provided for its improvement under the 
supervision of the State highway department. 

Highway improvement prior to 1917 was almost 
entirely under the charge of the local officials, and 
due to the limited travel, soil, and climatic conditions 
graded and drained earth roads comprised the prin- 
cipal type of construction. However, on January 
1, 1917, 320 miles, or 2.6 per cent, of the total road 
mileage of the State had been surfaced, while 1,800 
miles, or 14.8 per cent, had been graded and drained. 

During the year 1916 local expenditures for road 

and bridge purposes amounted to $275,000, no 
State funds being available for use during this 
period. 
* During the year 1917 a total expenditure of 
$336,796 was made by all road forces of the State 
for highway purposes. Of this amount $36,796, or 
10.7 per cent, was contributed by the State. 


ORGANIZATION. 


The organization of the road forces of the State 
and their relation is shown on the diagram. 

State.—The department of highways is composed 
of the board of three highway directors appointed 
by the governor for terms of three years, and the 
State highway engineer appointed by the board. 
Such assistant engineers, clerks, and other assistants 
as may be required are employed by the State 


highway engineer at rates of compensation fixed by 
the board. 

The State highway engineer as executive official 
of the department has full charge of all work in the 
State road system, general supervision over the 
expenditure of State funds allotted to the counties 
for aid in the construction of important local roads, 
is required to establish standards of construction 
best adapted to the sections of the State and_ to 
advise with and require reports from the various 
local officials throughout the State. 

County. The county board of commissioners, 
consisting of three members and in counties with 
more than 4,000 voters of five members, elected for 
terms of two and four years, with the county assessor 
and district attorney, comprise the board of county 
highway commissioners, vested with jurisdiction 
over the construction and repair of all county 
roads. This board may appoint a county road super- 
visor as its executive official, or on petition of the 
interested residents the board may appoint a board 
consisting of one or three road commissioners for 
each district created by the board. The commis- 
sioners thus appointed may subsequently be elected 
if desired by the residents of the district. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 12,182 miles of public road in Nevada are, 
for the purpose of fixing responsibility for control, 
construction, and maintenance, divided into two 
groups, viz, State highways and county roads. 

The State highways.—These comprise 1,400 
miles of road selected by the State legislature for 
improvement under the supervision of the depart- 
ment of highways with Federal and State “funds. 
All surveys, plans, specifications, ete., are made by 
the department and approved by the United States 
Secretary of Agriculture, if the use of Federal funds 
is contemplated. Construction may be executed 
by convict labor under the supervision of the de- 
partment, or the work may be let through contract 
by the department. During progress the work is 
under the supervision of the inspector assigned by 
the State highway engineer. 

Monthly payments covering 85 per cent of the 
completed work may be authorized by the State 
highway engineer, the claim for which, however, 
must be approved by the State board of examiners. 

Final payment covering all remaining balances 
is made in a similar manner when the completed 
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work has been accepted by the State highway 
engineer or his representative. 

Completed roads of this group are administered 
and maintained by the department of highways at 
State expense. 

County roads.—All other public roads of the 
State are classed as county roads and are further 
subdivided into main county roads and general 
county roads, according to the amount of travel 
thereon. When a road of either classification is im- 
proved, it is known as a standard county road. It 
is intended to improve the roads of each county in 
the order of the amount of travel sustained. Im- 
provements are made under the order and direction 
of the county board of highway commissioners. 
However, when State-aid funds are utilized, the 
department of highways prescribes standards of con- 
struction to be followed. Plans and specifications 
are required for all improvements costing $500 or 
more, and the use of perishable materials for bridge 
and culvert construction, while not entirely forbid- 
den by law, is restricted to temporary or emergency 
repairs. 

Whenever the estimated cost of improvement is 
$500 or more, the county board of highway commis- 
sioners is required to advertise for bids. ‘Phe bids 
may be rejected and the work done by day labor, 
or the contract may be let. 

The State highway engineer may, on request of 
the county board, take charge of and supervise any 
county work. 

Completed roads of this group are maintained by 
county officials at county expense. 


REVENUES. 

TheState highway fund for the year 1917 was com- 
posed of an appropriation of $40,000 made by the 
legislature; the proceeds of the ;%-mill State-wide 
tax, which produced $128,509.63; the net proceeds 
of the tax collected in counties in 
which sections of the State highway are located 
amounted to $25,000; one-sixth of the net proceeds 
received by the State racing commission from the 
sale of parimutuels, which amounted to $11,365.16; 
making a total of $207,728.14. Also from the auto- 
mobile road fund there was the sum of $12,853.35 
collected in previous years from automobile licenses. 

In addition thereto about $117,331.14, which com- 
prised the county State highway fund, was raised 
by a 75-mill tax levied by the counties in which 
were located sections of State highways. This fund, 
combined with Federal or State funds, is expended 
by the department of highways on the State high- 
way system and can be used for no other purpose. 

The State highway fund is available for the sup- 
port of the department of highways, the construc- 
tion of highways and their maintenance, and for 
allotment of State aid to counties not having State 
highways in their borders. The State aid thus 
allotted to counties consists of the amount contrib- 
uted to the State highway fund by reason of the 
zo-mill State-wide tax less the proportionate share 
of the overhead of the department of highways, and 
an additional sum equal to the county’s share of the 
Federal aid allotted to the State. 

County.—The counties in which no State high-_ 
ways are located are entitled to a refund of the net 


motor-vehicle 


motor-vehicle license fees paid by the residents of 
the county. Such fees are credited to the auto 
road-repair fund available for expenditure by the 
county board. 

A general county road tax at a rate not exceeding 
one-fourth of 1 per cent may be levied by the county 
board and expended in the various districts in which 
collected. A special tax at a rate not exceeding 30 
cents on $100 valuation may, on petition of a ma- 
jority of the property owners of the district, be 
levied on all taxable property in the district. This 
tax may be paid in labor. 

A poll tax at the rate of $3 is levied on all male 
inhabitants between the ages of 21 and 60. The 
proceeds of this tax are expended in the districts 
in which collected. 

BONDS. 


Counties may, when authorized by a majority 
vote of the electors of the county, issue serial-type 
bonds for a term not exceeding 40 years in amounts 
not exceeding 3 per cent of the assessed valuation 
of the county. The rate of interest is fixed by the 
county board, but shall not exceed 6 per cent. 

There was outstanding on January 1, 1915, a total 
of approximately $38,000 road and bridge bonds 
issued by counties. 


NEW HAMPSHIRE. 
DEVELOPMENT. 


State interest and participation in road construc- 
tion and maintenance has been a permanent policy 
since 1903, is extended to a system of State highways, 
trunk-line highways, and to State-aid roads, and is 
administered by a State highway department. 

State participation began in 1903 with the appro- 
priation of funds for special projects. However, in 
1905 steps were taken to designate and assist in 
the construction of a system of State roads, and since 
that date State assistance has been granted each 
year. 

In addition to the construction of roads which are, 
in general, of State importance, provision has been 
made for State aid in the construction of important 
local roads. 

On January I, 1917, 1,900 miles, or 13.5 per cent 
of the total road mileage of the State, had been 
surfaced. Sixty-seven and five-tenths per cent, or 
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1,280 miles, of this improved mileage had been con- 
structed under the State highway or State-aid plan. 

During the year 1916, $414,669 of State funds and 
$430,742 of local funds were expended by or under 
the supervision of the State highway commission. 
The total expenditures during the year by all forces, 
State and local, reached $2,045,410. The State thus 
contributed 21.4 per cent and exercised supervision 
over 41.3 per cent of all expenditures. 

During the year 1917 the total expenditure by all 
forces reached $2,240,000. 


ORGANIZATION. 


The organization of the State for highway control, 
the State highway department, the local units, and 
the relation between State 
shown in the chart given. 

State.—In charge of State work on either the 
State trunk lines or State-aid roads is a State high- 
way commissioner appointed by the governor for a 
term of five years. 


and local officials is 


He is required to be a competent 
road builder and is executive head of the depart- 
ment and technical head of the engineering forces. 
The staff consists of technical and clerical help out- 
lined in the chart. For purposes of control he has 
divided the State into eight divisions with a division 
engineer in charge of each. Each division engineer 
is assisted by the necessary surveyors and inspectors, 
and he appoints construction and maintenance fore- 
men, with the approval of the commissioner for 
trunk-line and State-aid work. Most of the work is 
done by force account or day labor, although the 
work can be let on a contract basis according to law. 
Foremen are usually paid annual salaries to keep 
them available for continuous service. 

Town.—Authority over road and bridge affairs 
in organized towns is vested in a board of selectmen 
elected annually at the town meeting. The board 
selects from one to three highway agents who super- 
vise and execute construction and maintenance of 
town roads, or the town may be divided into dis- 
tricts each under the charge cf a surveyor of high- 
ways appointed by the board. The affairs of towns 
not organized are administered by the county board 
of commissioners. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 14,020 miles of public roads in New Hamp- 
shire are divided for the purpose of fixing responsi- 
bility for control, construction, and maintenance 
into four groups, namely, State highways, trunk- 
line or cross-State highways, State-aid highway 
and town roads. 

State highways.—These comprise 135 miles of 
highway selected by the legislature to be constructed 











ns 
rd 


Lp- 


si- 


of 
ed 








45 






























































PEOPLE NEW HAMPSHIRE 

percnaetesaiaenneg as STATE COUNCIL 

GOVERNOR 

| STATE | Loca 

(STATE TRUNK LINES) 

| (STATE AID ROADS) 

| HIGHWAY COMMISSIONER = }—— “8 ——- 
STATE PURCHASING AG'T | | 

[ oFFice ENGINEER } CHIEF CLERK | | STENOGRAPHER | | 
[ DRAFTSMEN | [ BOOKKEEPER } ae D ORteeee 

















ASSISTANT  ]} 


r i ay, 
| 








fi l 


TOWN ROAOS UNINCORP. TOWNS ETC. 


















































___ DIVISION ENGINEERS 8 | SS 5555. TOWN BoaRD a 
SELECTMEN COMMISSIONERS 
ASSISTANT ENGRS | | | 
| CONSTRUCTION *® MAINTENANCE # SUB DISTRICTS 
[ survey Parties ] [| CONSTR FOREMEN rLMAINT FOREMEN | [ Highway AG'TS |] _—_ [SuRVEYoR OF H’ways] [| Overseers | 
| 








| 


| 
i [ SUBFOREMEN | 








SUBFOREMEN | 














CONSTRUCTION 








[ CONTRACTORS | 








[ HIREDLABOR | [PaTROLMEN | {[Ltasor_ ] 


{ HIRED LABOR | 











MAINTENANCE 
HIREOLABOR | | 





LABOR | [ HiREDLABOR |} 





#STATE FOREMEN APPOINTED BY STATE 


and maintained at State expense under the direction 
of the State highway commissioner. 

Trunk-line or cross-State highways.—These 
comprise about 584 miles of road selected in a 
general way by the State legislature, the details of 
location being left to the State highway commis- 
sioner. Such roads are constructed by the State 
highway department at State and town expense, the 
towns contributing in general 50 per cent of the 
cost, although the poorer towns may be permitted 
by the commissioner to contribute a lesser per- 
centage. Roads of this group are maintained by 
patrolmen under the supervision of the State high- 
way department, and are paid with local funds and 
State funds derived from the registration of motor 
vehicles, All construction work on State highways 
and trunk-line or cross-State highways is under the 
charge of the State highway commissioner. Con- 
tracts are let for work involving the expenditure of 
$1,000 or more, while force account labor is used on 
work of lesser amount. 

State-aid highways.—These comprise 671 miles 
of important local roads selected by joint agreement 
between the State highway commissioner and the 
county or town boards. Such roads are improved 
by the towns under State inspection and supervision, 
the cost of the work being borne as follows: One- 
sixth to three-fourths of the total cost is paid by 
the State, the percentage being dependent on, and 
inverse to, the assessed valuation of the towns 
affected. State aid may not be expended on local 
roads until the existing mileage of trunk-line or 





cross-State highways in the towns concerned has 
been improved. 

Improved roads of this group are maintained in a 
manner similar to that described under trunk-line 
and cross-State highways. 

Town roads.—These comprise all other roads of 
the State. They are constructed and maintained by 
town forces at town expense. 


REVENUES. 


State funds.—The State funds for highway im- 
provement are provided by legislative appropriation 
and for the year ending August 31, 1918, the follow- 
ing amounts are available: 

1. For the support of the State highway depart- 
ment, maintenance of State highways, maintenance 
of trunk-line and cross-State and State-aid high- 
ways, $450,000. Of this amount $350,000 will be 
collected from motor-vehicle licenses and will be 
disbursed as follows: Thirty-five per cent to the 
State-aid roads, 65 per cent to trunk-line and cross- 
State highways. 

2. For construction of trunk-line and cross-State 
highways and to meet Federal-aid funds, $200,000. 

State funds for State-aid purposes, either trunk- 
line or cross-State highways, and State-aid high- 
ways are apportioned among the towns as follows: 

1. To towns of $100,000 or less assessed valua- 
tion, $3 for each dollar appropriated by the town. 

2. To towns of more than $100,000 and less than 
$250,000 assessed valuation, $1.25 for each dollar 
appropriated. 


x it ee me 


3. To towns of more than $250,000 and less than 
$1,000,000 assessed valuation, $0.60 for each dollar 
appropriated. 

4. To towns of more than $1,000,000 and less than 
$3,000,000 of assessed valuation, $0.25 for each 
dollar appropriated. . 

5. To towns of more than $3,000,000 assessed 
valuation, $0.20 for each dollar appropriated. 

The towns are required to contribute to this fund 
in the following ratios: 

1. Towns with an assessed valuation of less than 
$2,000,000, $1 for each $1,000 of valuation. 

2. To towns of more than $2,000,000 and less than 
$3,000,000 assessed valuation, $0.75 for each $1,000. 

3. Towns of more than $3,000,000 and less than 
$5,000,000 assessed valuation, $0.50 for each $1,000. 

4. Towns of more than $5,000,000 and less than 
$15,000,000 valuation, $0.334 for each $1,000. 

5. Towns of more than $15,000,000 valuation, 
$0.25 for each $1,000. 

Town.—In addition to the contribution to the 
State-aid fund town funds are raised by a tax levied 
by the town board. This tax may not be less than 
one-fourth of 1 per cent of the assessed valuation 
and may not produce a fund in excess of $50 per 
mile of road in the town. 


BONDS. 


On September 1, 1914, there was outstanding a 
total of $675,000 of State highway bonds. These 
are of the deferred serial type, fall due between 1915 
and 1924, and bear interest at 3 and 34 per cent. 


NEW JERSEY. 


DEVELOPMENT. 


From the standpoint of State participation in road 
work New Jersey was the pioneer in point of time. 
It deserves the distinction of being the first State to 
adopt the principle of State aid, but it was not until 
1917 that a State highway system was established. 
Atpresent the State has absolute control over approxi- 
mately 4.5 per cent and supervisory control over the 
maintenance of 21 per cent of the total road mileage 
of the State. The first actual appropriation for 
State aid was made in 1892, and amounted to 
$75,000, but during the fiscal year, November 1, 


' 1917, to October 31, 1918, the State funds available 


for construction and maintenance of State and State- 
aid roads amounted to over $5,500,000. 
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When the State-aid plan was first adopted the 
initiative for State-aid work was vested with local 
authorities. Contracts were let by local authori- 
ties while the general inspection and supervision 
was vested in State authorities. In general this 
plan still obtains so far as State-aid work is con- 
cerned. At present about 2,100 miles have been 
constructed through the aid of the State. The con- 
tributions from State funds have amounted to about 
$9,500,000. The first State-aid law provided that 
abutting property owners pay 10 per cent of the 
cost, the State one-third and the county the balance. 
In 1902 the law was so changed as to provide that 
no part of the cost was to be assessed against the 
abutting property except in the form of regular 
taxation. 

The urgent need for a connected system of State 
highways over which the State could exercise abso- 
lute control was met by the establishment in 1917 
of a State highway system to be improved and main- 
tained entirely at State expense. During 1916 the 
highway department expended $1,167,843 of State 
funds for construction, maintenance, administra- 
tion, and engineering on State-aid roads, while 
$2,616,511 was expended by local authorities for 
the same purpose. In addition to this the local au- 
thorities expended about $2,000,000 for local road 
purposes. 

During 1917 the total expenditures by all forces 
reached $6,280,000. 


ORGANIZATION. 


The organization of the highway forces of the 
State and the relation existing between them is 
shown on the diagram herewith. 

State.—The State highway department is con- 
trolled by a board known as the State highway com- 
mission. It is composed of the governor, ex officio 
member, and eight members appointed by the gov- 
ernor. Two of the commissioners must be civil en- 
gineers and all serve without salary. It is a con- 
tinuous body, two members being appointed each 
year for terms of four years. The State engineer, 
appointed by the governor and whose salary is fixed 
by the State house commission, acts in an advisory 
and supervisory capacity to the highway department. 

The chief executive officer of the department is the 
State highway engineer, who must be a qualified and 
competent engineer, skilled and experienced in road 
construction and maintenance. He is elected by 
the commission for a term of five years, and his com- 
pensation is fixed by the commission. The com- 
mission also elects and fixes the compensation of an 
assistant State highway engineer, whose qualifica- 
tions and term of office are the same as the State 
highway engineer. The commission or the State 
highway engineer, or the assistant State highway 
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engineer, subject to the approval of the commission, 
appoints and fixes the compensation of such other 
assistants and employees as may be necessary. 
Such assistants and employees are appointed and 
hold office in accordance with civil service procedure. 

Under the State highway engineer there are three 
division engineers. Resident engineers and inspec- 
tors handle the State road work, while county engi- 
neers handle the State-aid work. These officials re- 
port to the State highway engineer through the 
division engineers. 

The commission has full control and direction of 
construction and maintenance of State highways and 
the elimination of grade crossings thereon. It may 
acquire rights of way by condemnation, purchase, 
or donation. It may acquire toll roads or bridges. 
It provides standards to which all State-aid roads 
must conform. It has general supervisory powers 
over State-aid construction and maintenance. All 
State and State-aid bridge work is under the general 
supervision of the bridge engineer of the public 
utilities commission, who, in addition to his duties 
with this commission is the head of the bridge 
division of the State highway department. 

Local.—The boards of chosen freeholders have 
charge of the construction and maintenance of 
county roads and cooperate with the State highways 
department in the construction and maintenance of 
State-aid roads. The members are elected by the 
people for terms of three years and draw a per-diem 
allowance for the time actually employed. This 
body is responsible for the levying of road taxes and 





* ELECTIVE OR APPOINTIVE 


for the payment of accounts incurred in the construc- 
tion and maintenance of county roads and the coun- 
ties share of State-aid roads. County engineers may 
be appointed by the boards of chosen freeholders 
usually for terms of 5 years. County engineers have 
charge of engineering, construction, and maintenance 
of county roads and cooperate with the division en- 
gineers of the State highway department in the con- 
struction and maintenance of State-aid roads in their 
respective counties. | When engaged on State-aid 
work the salary of the county engineer is paid by the 
county and State jointly. The county supervisors 
of roads, appointed by the county board of chosen 
freeholders, have immediate charge under the county 
engineer of maintenance of county roads in their re- 
spective counties. The township’s road work is car- 
ried on by an elective committee of three or more 
members and an overseer who is elected by the peo- 
ple, or appointed by the township committee for each 
district in each township. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of New Jersey, comprising about 
14,800 miles, are for the purpose of fixing responsi- 
bility for construction, control, and maintenance, 
divided into four groups; namely, State highways, 
State-aid roads, county roads, and township roads. 

State highways.—A system of State highways, 
embracing 15 routes and including 660 miles, was 
designated by an act of the legislature approved 
March 13, 1917. These roads are to be laid out by 
the State highway commission, and are to be con- 
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structed by contract or with prison labor of granite, 
asphalt or wood blocks, asphalt or other durable 
material. The State will have absolute control of 
construction and maintenance and will pay the entire 
cost of construction from the 1 mill State-road tax. 
The maintenance costs will be paid from the auto- 
mobile fees fund and from such other State funds as 
may be available. The State may take over any 
public road on the State highway system and pay 
the entire cost of maintenance. 

State-aid roads.—These are roads constructed 
and maintained with joint funds provided by the 
State, counties, and townships. Petitions for State- 
aid originate with the county boards of chosen free- 
holders or with township committees. Petitions are 
passed upon by the State highway commission. 
Surveys are made by county engineers with State 
approval and at the joint expense of the State and 
counties. If petitions originate with townships, 
the surveys are made and paid for by the State. 
The final approval of plans, specifications, and esti- 
mates rests with the State highway commission. 
The contracts are awarded by the boards of chosen 
freeholders or township committees on approval of 
the State highway commission, or the work may be 
done by day labor. Immediate supervision of con- 
struction and maintenance rests with the county or 
township subject to general inspection and supervi- 
sion by the State highway department. 

Payments up to 80 per cent of work done are made 
by the State and counties on engineer estimates as 
the work progresses. When final payment is made, 
5 per cent of the total estimate is withheld for one 
year from date of acceptance as a guarantee. The 
State pays 40 per cent of the cost of construction, 
but townships may contribute 10 per cent, in which 
event the county pays 50 per cent. if the petition 
for State-aid originates with the township, the State 
may pay 50 per cent of the cost and the township 
50 percent. The State pays 20 per cent of the cost of 
bridges, when constructed in conjunction with State- 
aid roads. 

State-aid roads are maintained by the counties or 
the townships at joint expense, usually 50 per cent by 
the State and 50 per cent by the county or the town- 
ship. The State may compel proper maintenance by 
withholding future allotment of State aid. Up to 
January 1, 1917, a total of 2,112 miles of State-aid 
road had been constructed, while 2,487 miles were 
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classed under the State-aid system for the purpose 
of maintenance. 

County roads.—These are constructed and 
maintained entirely at county expense. There are 
about 2,400 miles of county roads in the 21 counties 
of the State. 

Township roads.—These roads are constructed 
and maintained by the townships and include all 
other roads in the State not included in the above 
groups, except roads in boroughs, villages, cities, 
and towns. There are also about 12 miles of toll 
roads in the State. 


STATE REVENUES. 


In March, 1917, the legislature provided a five- 
year State-road tax of 1 mill, the proceeds from 
which are to be used at the discretion of the State 
highway commission for the construction of State 
highways. 

An annual appropriation is made for State aid and 
for the administration of the highway department, 
out of which the State pays 40 per cent of the cost 
of State-aid roads, the counties or townships paying 
the balance. This money is apportioned at the dis- 
cretion of the State highway commission. 

The net receipts from automobile fees fund are 
used principally for the maintenance of State-aid 
roads, the State ordinarily paying 50 per cent of the 
cost. These funds are apportioned at the discretion 
of the State highway commission, usually on the 
basis of mileage, traffic, population, and assessed 
valuation. Annually there is set aside $105,000 
from the automobile money, $5,000 for each county 
for State aid in construction and maintenance of 
selected township roads. 

In 1917 the legislature made an appropriation for 
the maintenance of State prisoners used on State 
highways. 

The State revenues available for the fiscal year 
November 1, 1917, to October 31, 1918, are estimated 
as follows: 


# 


State tax for construction of State highways......... $3,000, 000 
Appropriation for administration and State aid..... 500, 000 
Automobile fees funds for maintenance and State 

Se Woe SD eK 2, 000, 000 
Appropriation for maintenance of State prison labor. . 75, 000 


ate cua aheetedls Ces aera 5, 575, 000 
LOCAL REVENUES. 


It is impossible to say how much will be expended 
during the current fiscal year by counties or town- 
ships, but as the expenditures were approximately 
$4,600,000 during 1916, including $2,600,000 con- 
tributed to meet State aid, it is safe to say that the 
expenditures during 1918 will at least equal that 
amount. 

















BONDS. 


No State bonds have been issued for road im- 
provement. Counties and townships are author- 
ized to issue bonds for road and bridge construction. 
The limit of the indebtedness is 2 per cent of the 
assessed valuation for counties and 7 per cent for 
townships. For township bonds a referendum vote 
is provided for in case taxpayers representing 10 per 
cent of the assessed value of the property in the 
townships sign a petition for them. County boards 
of chosen freeholders may issue bonds without a 
referendum vote. The terms of all bonds are limited 
to the probable life of the improvement for which 
the bonds are issued as follows: For stone, concrete, 
and iron bridges, 30 years; for roads built of concrete 
6 inches thick or of blocks of any material, or sheet 
asphalt laid on concrete foundation, 20 years; for 
bituminous concrete construction, 15 years; for 
water-bound macadam surfaced with bitumen, 10 
years; and for gravel, 5 yeats. The law also pro- 
vides that all bonds be paid off by the deferred serial 
method, the first payment commencing not more 
than two years from the date of issue. County and 
township bonds outstanding November 30, 1914, 
amounted to $14,011,000. 


NEW MEXICO. 
DEVELOPMENT. 


State aid to road construction in New Mexico is 
extended by the terms of new legislation enacted in 
1917 to a system of State roads ‘to be constructed 
with Federal or State funds combined with local 
funds, and is administered by a State highway com- 
mission. State aid in New Mexico antedates state- 
hood, as for a period of several years the Territorial 
legislature provided funds at irregular intervals for 
aid to various local road projects. In 1909 a Terri- 
torial highway commission was authorized, and addi- 
tional legislation affecting the powers and duties of 
this body was enacted in. 1912, in 1915, and again 
in 1917. 

A system of State roads comprising a total mileage 
of 6,250, or 52.5 per cent, of the total mileage of 
pblic roads in the State, has been selected for im- 
provement under the direction of the State highway 
commission. Funds for the State’s share of the 
cost of this work are provided by means of a State- 
w le tax and a portion of the motor-vehicle revenues. 
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On January 1, 1917, 550 miles, or 4.6 per cent, of 
the total road mileage of the State were reported as 
surfaced, and a total of 846 miles, or 7.1 per cent, 
was reported as improved, the improvements having 
been carried out mainly under State supervision. 

The total expenditures during the year 1916 for 
road and bridge purposes reached $828,952. Of this 
amount, $385,685 of State funds and $43,267 of 
local funds were expended by or under the super- 
vision of the State highway commission. Thus the 
State contributed 46.5 per cent and supervised the 
expenditure of 52 per cent of the total. 

During the year 1917 a total of $846,000 was 
expended by all forces. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown by 
the diagram. 

State. 
partisan continuous body composed of three mem- 
bers appointed by the governor for terms of six 
years, is at the head of the highway improvement 
work of the State. The State highway engineer 
appointed by the commission is the administrative 
and executive official in charge of all work insti- 
tuted under the direction of the commission. He 


The State highway commission, a_bi- 


is required to advise with county officials relative 
to local improvements and to require reports and 
statistics from such officials. The State engineer 
has been appointed State highway engineer and 
receives in addition to his regular salary as State 
engineer $1,000 per year as additional compensation. 
The State highway engineer, subject to the approval 
of the State highway commission, is required to 
select the roads upon which State and Federal funds 
may be expended, and in cooperation with the 
county boards he may let contracts for such im- 
provements. The State highway commission is 
required to appoint a county highway superin- 
tendent for each county in the State, or, in the 
discretion of the commission, a superintendent may 
be appointed for two or more counties. The State 
highway engineer with the approval of the com- 
mission appoints such assistants, clerks, etc., as may 
be required. 

The State highway commission and the State 
highway engineer have, in general, the power to 
select the location of and to initiate improvements 
and to supervise the maintenance thereof when com- 
pleted. 

County.—Road and bridge affairs are adminis- 
tered by county boards of commissioners consisting 
of three members elected for terms of two years 
each. The county clerk and county treasurer are, 
respectively, clerk and fiscal agent of the board. 
The county highway superintendent selected by the 
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State highway commission serves as the executive 
official of the board in all road and bridge construc- 
tion and maintenance instituted under its direction. 
Such foremen, assistants, etc., as may be required 
are employed by the superintendent with the ap- 
proval of the county board. Thus the road forces 
of the county are under the complete control of the 
county superintendent of highways, who in turn is 
responsible to the State highway commission. All 
purchases involving amounts of $50 or more made 
by the county superintendent for supplies or ma- 
terials require prior authorization therefor by the 
county board. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 11,873 miles of public road in New Mexico 
are divided for the purpose of fixing responsibility 
for control, construction, and maintenance into two 
general groups, namely, State roads and county 
roads. 

State roads.—These comprise about 6,250 miles 
of road selected by the State legislature for im- 
provement under the direction of the State highway 
commission. This system may be modified or 
extended at the discretion of the commission. 

Improvement of sections of this system may be 
initiated by the State highway commission or by 
the county board. Surveys are executed, plans and 
specifications are prepared by the State highway 
engineer, and submitted to the State highway com. 
mission for approval. If the estimated cost of the 
work is less than $1,000, the work may be done by 
the county or by the State highway engineer by 
force account or by convict or prison labor. If the 
estimated cost exceeds $1,000, bids are requested by 
the State highway engineer and contract may be let 
by him with the approval of the State highway com- 
mission, and the county board concerned, or the 
bids may be rejected and the work completed by 
force account or convict labor. All work on roads 
of this group is executed under the supervision and 
inspection of the State highway engineer. Monthly 
payments covering 85 per cent of the completed 
work as evidenced by the engineer in charge of the 
work may be made on order of the State highway 
engineer. Final payment is made when the com- 
pleted work has been accepted by the State highway 
engineer. The cost of the work may be paid from 
Federal and State funds, or from Federal or State 
funds and local funds. The local contribution in no 
case may exceed 50 per cent of the total cost of the 
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work, and the State highway commission has no 
authority to compel any county to participate in 
such construction. 

Maintenance of the completed roads of this group 
is executed by the State highway commission at 
State and county expense, the cost being shared 
equally. 

County roads.—All other public roads of the 
State are classed as county roads and are improved 
and maintained at county expense by the county 
board. However, county boards may enter into 
agreement with the United States Secretary of 
Agriculture for the improvement of roads and trails 
within or near the boundaries of Federal Forest 
Reserves. 

REVENUES. 


State.—State-road fund is composed of the pro- 
ceeds of the State-wide one-mill tax estimated at 
$280,720 for 1917, and one-haif of the net revenues 
of the motor vehicle license fund estimated at 
$54,970, or a total for the year of $335,690. 

From this fund an amount sufficient to provide fo: 
the needs of the State highway department is 
deducted. From the remainder a further deduc- 
tion of not less than 20 per cent of the original fund 
is set aside for maintenance of State roads. The 
amount then remaining suffers a further deduction 
of an amount equal to the Federal aid fund allotted 
the State. A further deduction is set aside to pay 
the interest and principal of any certificates of 
indebtedness issued in anticipation of the collection 
of the State-road fund and 75 per cent of the remain- 
der is allotted to the various counties of the State 
in proportion to the assessed valuation of the 
property therein exclusive of the property within 
the limits of towns containing 2,000 or more inhabi- 
tants, as shown by the latest Federal census. Funds 
thus allotted and not applied for by the countics 
become available the succeeding year for reallotment. 
Money thus allotted to the county must be met }) 
an equal amount of local funds, the combined sum 
to be expended on the State roads of the county. 

County.—-The boards of county commissioners 
may levy for State-aid purposes a tax at a rate not 
exceeding 2 mills on each dollar of assessed valua- 
tion. They may levy for bridge purposes a tax at thie 
rate of 1 mill and for general county purposes a tix 
at a rate not exceeding 3 mills. Several counties of 
the State have been directed by the legislature to 
levy special taxes in order to raise funds for tiie 
construction of State roads lying within their 
boundaries. 


BONDS. 
State bonds in the amount of $500,000 have been 


issued for highway and bridge purposes. Thise 
bonds bear interest at 4 per cent, are of the deferred 
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serial type, and must be redeemed by July 1, 1942. 
Payment of the principal of this issue began on 
January 1, 1919. 

Counties may, when authorized by a majority of 
the voters thereof, issue sinking-fund bonds in such 
amount which when combined with other outstand- 
ing indebtedness will not exceed 4 per cent of the 
assessed valuation of the county. The interest rate 
may not exceed 5 per cent and the term of the bonds 
may not exceed 30 years. 

On January 1, 1915, 


$157,000 ot county bonds. 


NEW YORK. 


DEVELOPMENT. 


there was outstanding 


New York was the fifth State to adopt the prin- 
ciple of State participation, the original State-aid 
law having been adopted in 1898. The first State 
appropriation amounted to only $50,000, and the 
control exercised by the State was relatively meager. 
Since 1898 the control of the State has been grad- 
ually extended. The State organization has been 
strengthened and enlarged and the State appropri- 
ations increased to such an extent that New York 
now has a powerful centralized State highway 
department exercising complete control over the 
construction and maintenance of a State system 
of highways embracing about 18 per cent of the 
total road mileage and supervisory control over all 
other public highways in the State. 

Prior to 1898 all roads were built and maintained 
by the rural tax payers, about 20 per cent of the 
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total population, representing less than 10 per cent 
of the assessed valuation of the State. At present 
the whole population and wealth of the State is 
drawn upon to build and care for the highways. 

The Higbie-Armstrong law, passed in 1898, pro- 
vided that the cost of roads selected by the county 
and approved by the State should be paid as fol- 
lows—50 per cent by the State, 35 per cent by the 
county, and 15 per cent by the abutting property 
owners, or by the town. The State appropriation 
for the first year, as above indicated, was $50,000. 
From this small beginning has grown the present 





State and county system of highways for which the 
State appropriated upward ot $10,000,000 for 
construction and nearly half a million dollars for 
maintenance during the year 1916. 

In 1898 there was also adopted what is known as 
the Fuller-Plank Act, or the money tax law, by 
which the State agreed to pay one-fourth of the cost 
of maintaining town roads in towns maintaining a 
cash system of taxation instead of the previous 
labor tax system. In 1899 the first State aid dis- 
tributed to towns under this law amounted to 
$34,518. This plan of aiding the towns has been 
gradually broadened and now embraces a certain 
amount of State supervision and control over all 
local expenditures, and a graduated system of State 
aid to towns whereby the State extends a greater 
amount of aid to the poorer towns than to the 
richer ones. As a result, practically all town road 
taxes are now paid in cash and the State fund re- 
quired to meet the town funds amounts to upwards 
of $2,000,000 a year. 
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The New York State highway department has 
suffered many vicissitudes during its 20 years of 
existence. These changes have for the most part 
resulted from political changes in the State adminis- 
tration. The first attempt at systematic care of 
highways under State supervision occurred when the 
State engineer and surveyor was placed in charge of 
the expenditure of all State highway moneys. He 
continued to direct the work until 1909, when a bi- 
partisan State highway commission was estab- 
lished consisting of three commissioners appointed 
by the governor. The law of 1909 also provided for 
the appointment of six division engineers. 

In 1911, the organization was again changed by 
providing for a commission consisting of a State 
superintendent of highways and two ex officio mem- 
bers, namely, the State engineer and the superin- 
tendent of public works. This commission was to 
serve during the pleasure of the governor and the 
organization was strengthened by providing for the 
appointment of two deputies, one to have charge of 
construction and maintenance of State and county 
highways, and one to have charge of State aid to 
towns and bridge work on the highways. 

The department was again reorganized in 1913, 
and the work was placed under the direction of a 
single commissioner known as the commissioner of 
highways. The organization has not been materially 
changed since that date and is described as it exists 
at present in the chapter on organization. 

During 1916, there was expended in New York for 
roads and bridges $20,901,490, of which $11,400,230 
was appropriated by the State. Thus the State 
paid during that year approximately 54 per cent of 
the cost of road construction and maintenance of 
all roads in the State. 


ORGANIZATION. 


The accompanying diagram shows the organiza- 
tion of the highway department. 

State.—At the head of the highway department 
is a single commissioner assisted by three deputy 
commissioners, a secretary, and an auditor. 

The commissioner is appointed by the governor 
with the advice and consent of the senate for a term 
of five years. His salary is $10,000 per annum. 
He has administrative control over all road and 
bridge work in the State, constructed and main- 
tained wholly or in part with State funds. He pre- 
scribes the rules and regulations fixing the duties of 
the division engineers, resident engineers, district, 
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county, and town superintendents, and compels all 
highway officials to comply with the same and carry 
them into effect. He is virtually, therefore, in 
control of all highway activities of the State. He 
selects and appoints the deputy commissioners, the 
secretary, the auditor, and division engineers. All 
subordinate officials and employees are selected 
from the register of eligibles of the civil service com- 
mission. The commissioner fixes the percentage 
which shall be credited by the civil service commis 
sion for experience and he fixes the salaries of all 
officials and employees whose salaries are not fixed 
by statute. The commissioner works through the 
heads of bureaus and the division engineers who are 
immediately responsible to him for results. 

The first deputy shares with the commissioner thi 
executive duties of the department, but is essentially 
the chief engineer in charge of construction of State 
and county highways. He receives a salary of 
$6,000 a year and is required by law to be a civil 
engineer experienced in road building. In the cen- 
tral office under the first deputy there is a resident 
engineer who assists on general supervision, a super 
vising engineer who acts as general inspector of con 
struction work, and a supervisor of construction on 
special work, a bridge engineer and assistants in 
charge of bridge designs, a chief draftsman, and 
assistants, field engineers and claim agents. The 
division of tests which has charge of the physical 
and chemical testing work of the department is also 
under the first deputy. 

The State is divided into nine divisions, each in 
charge of a division engineer, who has direct super- 
vision over county assistant engineers relative to 
construction and maintenance of State and county 
highways. There are 59 county assistant engineers 
who report to the division engineers in their respec- 
tive districts. The county assistants are responsible 
for both construction and maintenance in their coun- 
ties, but they are assisted by engineers who are 
responsible for construction and maintenance, re- 
spectively. In addition to the county assistant e1- 
gineers there are assigned to the division enginec's 
one or more resident engineers who act as assistants 
to the division engineers, and they may be assigned 


. to special pieces of work. 


The division engineers report to the State highway 
commissioner through the first deputy on construc- 
tion matters and through the second deputy on 
maintenance matters. The division engineers hive 
charge of making all surveys, plans, specificatio:s, 
and estimates in their respective divisions and cvr- 
tify to monthly and final estimates. 

Each division engineer is provided with suitable 
office rooms and the necessary organization properly 
to carry on the work. Subdivisions of divisional 
offives are usually about as follows: Surveys, clerical, 
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construction, drafting, inspection, maintenance, and 
estimates, 

The second deputy has charge of maintenance 
work on State and county highways. He receives a 
salary of $5,000 per annum, and is assisted by two 
superintendents of maintenance—one for divisions 1, 
”. 4, and 5, and one for divisions 3, 6, 7, 8, and 9. 
The divisional work under the second deputy is han- 
dled as indicated above. 

The third deputy has general supervision over the 
construction and repair of all town roads, highways 
in Indian reservations, and all bridge work. He is 
also required to see that towns conform to the State 
law and keep uniform financial records and to con- 
duct meetings in the different counties to educate 
the people on highway subjects. He receives a sal- 
ary of $5,000 per annum and is assisted by a deputy, 
who has general charge of office and field forces and 
the work of district supervisors; also an auditor, who 
has charge of town highway accounts. 

For town highway purposes the State is divided 
into 10 districts, each of which is controlled by a 
(istrict supervisor. They are traveling representa- 
tives of the third deputy, and audit town highway 
accounts, Inspect work, investigate and report on 
complaints, and exercise general supervision over 
county and town superintendents and reserve super- 
intendents. There are also seven superintendents 
who have charge of road maintenance in Indian 
reservations. i 

The secretary of tne commission is the chief ad- 
ministrative officer under the commissioner. He re- 








ceives a salary of $5,000 per annum. The secretary 
has charge of the divisions of estimates, contracts 
and permits, filing, correspondence and records, and 
civil service, and transmits general orders through- 
out the department. 

The auditor has supervision over all financial trans- 
actions, purchases, supplies, and the care of office 
buildings. 

County organization.—In each county there is 
a board of supervisors whose members are elected 
by a majority vote of the people. They levy taxes 
and have general supervision of county roads where 
such roads exist, and of intercounty and intertown 
bridges, and under certain conditions may take 
charge of town roads. A county superintendent is 
appointed in each county by the board of supervis- 
ors for a term of four years. If the county super- 
visors fail to act, the State highway commissioner 
may make the appointment from the civil service 
eligible list of the county and fix the salary. The 
county superintendents may be removed by the 
State highway commissioner. The county super- 
intendent represents the county in all State and 
county highway matters in his county and is re- 
quired to aid the town superintendents on town 
road work. Their salaries are paid by the counties, 
but they report to the third deputy of the State 
highway department through the district super- 
visors. 

Town organization.—There is in each of the 
932 towns in the State a town board consisting of 
at least three members. They are elected each year 
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at the annual town meeting. Town boards are re- 
sponsible for the proper construction and mainte- 
nance of town roads and bridges and for the removal 
of snow from State and county highways. In each 
town there is also a town superintendent, either ap- 
pointed by the town board or elected by the town 
for a term of two years. He is in direct charge of 
the maintenance of all town roads and bridges and 
is subject to the rules and regulations of the State 
highway department. The town superintendents re- 
ceive from $2 to $5 per day for time actually em- 
ployed, and during 1914 the pay roll of such super- 
intendents amounted to $745,000. They report to 
the third deputy through the county superintendents 
and district st pervisors. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of New York, comprising approxi- 
mately 80,000 miles are, for the purpose of fixing 
responsibility for construction, control, and mainte- 
nance divided into four groups, namely, State high- 
ways, county highways, county roads, and town high- 
ways. The State and county highways together 
constitute the State system and the town highways 
belong to that class of local roads which are aided 
and supervised by the State. In county roads the 
interest of the State is slight. 

State highways.—These are roads over which 
the State has absolute jurisdiction and for which 
it pays the entire cost of construction and main- 
tenance, except that the towns are taxed $50 per 
mile per annum and villages 14 cents per square 
yard for portions of such highways located within 
their respective corporate limits. The system con- 
sists of 3,772 miles and includes 46 routes prescribed 
by the legislature. Up to the close of the calendar 
year 1917 there had been completed or under con- 
tract 2,621 miles of State highways. 

In designating these routes the legislature fixed 
the termini, the intermediate points, and in some cases 
the exact location, but in most cases the exact 
location was left to the State highway commissioner. 
Bridges and culverts over 5-foot span are not included 
as a part o/ the highways and must be provided by 
the towns. Rights of way must be furnished by the 
counties. 

The highway department is required to arrange 
for an equal amount of work in each county each 
year, taking into consideration the mileage of State 
and county highways already completed, and the 
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mileage which remains to be completed. State 
convicts may be used by the superintendent of State 
prisons upon requisition of the State highway com- 
missioner on State and county highways, and, if so 
used, the State highway commissioner shall com- 
pensate the prison department for the use of such 
convicts at a rate based on the value of the labor 
performed. 

County highways.—These are roads which are 
constructed by the State at the joint expense of the 
State and county. The county highway system is 
designated by the State highway commissioner. At 
present there are 8,515 miles in the system, of which 
5,362 miles were surfaced or contracted for at the 
close of the calendar year 1917, Although this sys- 
tem has been designated by the State highway com- 
missioner, the initiative for construction lies with 
the county boards of supervisors. Bridges, culverts, 
and rights of way must be provided in the same man 
ner as on State highways. 

All surveys, plans, specifications, and estimates 
are prepared by the State, and contracts are let by 
the State after plans and estimates are approved by 
the board of county supervisors, but contracts may 
be let to towns. 

The counties pay variable proportions of the total 
cost of county highways, arrived at as follows: (1 
The total assessed valuation is divided by the tota! 
mileage of all roads outside of cities and incorporated 
villages which gives the assessed valuation per mile: 
(2) the assessment for county highways is 2 per cent 
of such assessed valuation per mile, provided that 
the amount paid by the county in any case shall! 
not exceed 35 per cent of the total cost. Thus th: 
county pays from 8 to 35 per cent of the cost, while 
the State pays the balance. If the boards of supe 
visors agree, however, the county May pay 50 pe! 
cent of the cost. The costs of surveys and enginee!- 
ing are apportioned and paid in the same manner as 
for construction. Upon completion the roads are 
maintained by the State, the maintenance cost being 
paid in the same manner as for State highways. 

County roads.—These roads are built at the sole 
expense of the counties usually from bond issues, and 
are subject to the jurisdiction of the county board of 
supervisors. Approximately 1,000 miles of county 
roads have been constructed. They are maintained 
by the county, with local funds provided for the 
purpose. 

Town highways.—The town highways comprise 
all the roads which are outside the limits of incor- 
porated villages and cities and which do not belong 
to the State and county highway systems or are 
county roads. The total length of town highwa,s 
including roads in Indian reservations is 67,125; of 
this mileage it is estimated that approximate'y 
12,000 miles have been surfaced up to January !. 








1918. Town highways are constructed and main- 
tained at the joint expense of the State and towns, 
but no State aid is given on bridges and culverts of 
over 5-foot span. 

All construction work costing over $500 may be let 
under contract awarded by the town superintendent, 
in accordance with plans, specifications, and esti- 
mates furnished by the district superintendent or 
the county superintendent. All such work is done 
under the direction of the district or county super- 
intendent. The improvement and repair of town 
highways, whatever the cost, may be done without 
letting the work to contract. 


REVENUES. 


State.— Appropriations are made annually by the 
legislature for State and county highways and for 
aid to the towns on town highways, as well as for 
the maintenance and support of the State highway 
department. The funds appropriated for the con- 
struction of State highways and for the State’s share 
of county highways are derived from State bond 
issues. Theoretically, one-half of the funds derived 
from the registration and licensing of automobiles 
are used for the construction and maintenance of 
Stute and county highways, but as a matter of fact 
the funds are deposited in the State treasury and 
thereby lose their identity before being appropriated 
by the legislature. Furthermore, the amounts an- 
nually appropriated for maintenance are usually 
larger than the amounts derived from the automobile 
registration fees fund. 

On March 30, 1917, there was appropriated and 
made immediately available $4,525,000 for main- 
tenance, repair, and reconstruction of improved State 
and county highways, of which $4,075,000 was 
deposited with the various counties and $450,000 
us a contingent fund deposited in the State treasury 
subject to the requisition of the State highway com- 
hussioner. 

An appropriation was also passed by the legislature 
and became a law on April 19, 1917, for the following 
purposes : 


lor State aid to towns to be distributed on the basis 

f taxes levied by the towns for repair and im- 

provement of town highways, etc..........-.-.--- $1, 980, 000 
or contributions to counties containing Indian reser- 

ations to be apportioned on basis of not less than 


SO te MN Oe Pin icn shoe ond ove ceteer senses 50, 000 

I .r construction and improvement of county roads in 
Pepe Qowiiy 655) <b ass ist. ste ees - 20, 000 
see ion wie Cries gee eee renee eee 2, 050, 000 


{n order to receive State aid from the above appro- 
priation, it is necessary for the town to levy a tax 
to be paid in cash of such amount that when it is 
added to the contribution by the State it will equal 
$0 per mile for all roads outside the limits of all 


50 


incorporated villages and cities. For towns having 
a valuation of less than $3,750 per mile there has 
been established a lower requirement, which is $4 
per thousand of assessed valuation. 

The amount which a town may receive from the 
State is regulated both by the appropriation of the 
town for roads outside of incorporated cities and 
villages, exclusive of bridges and culverts over 5-foot 
span, and its wealth per mile of road, and is deter- 
mined by adding to the town appropriation a per- 
centage which decreases with the increase in the 
valuation. If the valuation of the town is less than 
$5,000 per mile the State will pay 100 per cent of 
the taxes so raised; if it is between $5,000 and $7,000 
the State pays 90 per cent; if between $7,000 and 
$9,000 the State will pay 80 per cent; if between 
$9,000 and $11,000 the State pays 70 per cent; if 
between $11,000 and $13,000 the State pays 60 per 
cent; and if over $13,000 the State will pay 50 per 
cent. 

In other words, the aid from the State varies from 
one-third to one-half the expenditure by the town 
inversely with valuation per mile of roads outside 
the limits of incorporated cities and villages. Thus 
the State extends a greater amount of aid to the 
poorer towns than to the richer ones. There is a 
further limitation in the law which provides that no 
allowance by the State shall exceed $25 per mile 
except where the valuation per mile is greater than 
$25,000, when one-tenth of 1 per cent of that valua- 
tion may be allowed. 

An appropriation was made by the legislature and 
became a law April 27, 1917, providing $300,000 
with which to meet the Federal aid apportionment 
for the fiscal year ending June 30,1917. An addi- 
tional appropriation was also made of $100,000, 
which constitutes a revolving fund to be repaid by 
the Federal Government out of Federal aid appro- 
priations for the State. This will enable the State 
to pay the entire cost of its Federal aid projects as 
the work progresses and to be reimbursed by the 
Federal Government to the extent of 50 per cent of 
the total cost when the contracts have been com- 
pleted and accepted. 

A reappropriation of unexpended balances for the 
construction of State and county highways was made 
during 1917, amounting to $7,126,947.63. This 
appropriation was originally made from the proceeds 
of the second bond issue, amounting to $50,000,000, 
authorized in 1912. 

On June 5, 1917, an emergency appropriation of 
$100,000 was made by the legislature for repair and 
maintenance of improved State and county highways 
on principal routes between New York and Albany. 
A special appropriation was also made for State 
routes in Green County and for other work on State 
and county highways, amounting to $346,636.69. 
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The funds appropriated during the early part of 
1917 may be briefly summarized as follows: 


For maintenance, repair, and construction of State 
and county highways, and for administrative 


and field expenses on the same. ......-..-..-..--. $4, 575. 000. 00 
For State aid to towns and Indian reservations, 
acetal ar nies oe We hc oo eal wt ek ne wrala es oom we a 2, 050, 000. 00 


For State’s share to meet Federal aid.........-.-. 
Reappropriation for construction of State and 
Pe ee ee ere 
Special appropriation for construction of State 
eS ee 
For repair and maintenance of State and county 
highways between New York and Albany..... 
For State highway department, centra! office, fiscal 
year beginning July 1, 1917. ................. 
For construction of highways under superintend- 
I I 6a dye «din pis «Marge sd mwied 


400, 000. 00 
7, 126, 947. 63 
346, 636. 69 
100, 000. 00 
294, 683. 00 


50, 000. 00 


ED OP ners Ee Se Ca 14, 943, 267 32 

Local revenues.—T axes for town roads to which 
State aid is extended and for bridges over 5-foot span, 
to which no State aid is extended, and for other town- 
road purposes are levied by the board of county 
supervisors on the recommendation of town boards’ 
The funds so raised by the towns, exclusive of funds 
received from local bond issues and from State-aid 
appropriations, amount to approximately $6,000,000 
per annum. 

To pay the county’s share of the cost of county 
highways the boards of county supervisors are au- 
thorized to levy and collect a tax apportioned be- 
tween the county at large and the town or towns in 
which such highways are constructed. The money 
so raised may also be used to pay interest and prin- 
cipal on county highway bonds. 


BONDS. 


State.—The construction of State and county 
highways has been financed largely by State bonds, 
of which $50,000,000 were authorized in 1906 and 
$50,000,000 in 1912. The funds derived from the 
sale of bonds are deposited in the State treasury and 
are appropriated out as needed. All of the first 
issue and $30,000,000 from the second issue have 
been sold and the proceeds appropriated. All of the 
bonds are of the sinking-fund variety, and run for 50 
years. They bear rates of interest varying from 
3 to 44 per cent. 

Each year the legislature levies a State-wide tax, 
the proceeds from which are deposited in the State 
treasury for the payment of interest and for the 
creation of a sinking fund to retire the bonds at 
maturity. Out of the sinking fund thus created the 
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legislature appropriates each year the amount 
required to pay interest on the bonds outstanding. 
For 1917 there was appropriated for this purpose 
$3,320,000. 

Local bonds.—-Towns may borrow money in 
anticipation of taxes, or the county boards of super- 
visors may authorize towns to issue bonds for high- 
way or bridge purposes, provided the proposition has 
been agreed to by a majority vote of the town meet- 
ing. The county board of supervisors fix and levy 
on the towns which have issued bonds a tax suffi- 
cient to pay interest and to retire the bonds when 
they become due. It appears to be discretionary 
with the town and county boards to fix the term, 
interest rates, amounts, and character of bonds to 
be issued. 

The county boards of supervisors may by resolu- 
tion authorize the issuance and sale of town and 
county bonds in amounts not to exceed 35 per cent 
of the cost of county highways. The term of such 
bonds is limited to 30 years, and a tax is levied upon 
the whole county or upon the various towns bene- 
fited for the payment of interest and principal. 


NORTH CAROLINA. 


DEVELOPMENT. 


State participation in road work in North Carolin: 
is limited to educational, advisory, and supervisory 
work, and money aid to counties for the maintenance 
of roads included in the State system of highway- 
xdministered by a State highway commission. Th 
State extends advice and supervision to counties 
and townships on request, and has superintendenc: 
and control over the maintenance of State highways 

The State controls, through the distribution of th: 
automobile fund, about 4.3 per cent of all expendi- 
tures and has authority over maintenance of the 
State system, which includes about 6.6 per cent of 
the total road mileage of the State. 

In 1909 the legislature appropriated $5,000 per 
annum to enable the economic and geological surve\ 
to conduct road investigations, make experiments, 
and furnish advice to local officials on road problem-. 
This work was continued by the geological survey 
until 1915, when the State highway commission w:'s 
created and provision was made for the designaticn 
of the tentative State highway system connecting 
county seats and principal cities of the State. |n 
1917 the legislature provided that all net receip's 
from automobile registration be expended for mai - 
tenance of the State system under the direction >f 
the State highway commission. 

Of the 50,758 miles of road in the State, it is es'i- 
mated that on January 1, 1915, 6,750 miles, or |3 
per cent, were surfaced, principally with sand-cl: y. 
The total expenditures for all road and bridge pur- 
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poses were estimated to be about $5,500,000 for the 
year 1916. During 1917 there was expended by all 
forces of the State for highway purposes $5,520,000. 


ORGANIZATION. 


The road forces of the State and the relation 
existing between them is shown on the diagram 
herewith. 

State.—The State highway commission consists 
of seven nonsalaried members, three appointive and 
four ex officio. The appointive members are ap- 
pointed by the governor for terms of four years, one 
from eastern, one from central, and one from the 
western part of the State, and one of whom shall 
belong to the minority political party of the State. 
The ex officio members consist of the governor, State 
geologist, a professor of civil engineering in the 
University of North Carolina, and a professor in the 
North Carolina Agricultural and Mechanical College, 
the professors being designated by the governor. 
The State highway commission appoints and fixes 
the salary of a State highway engineer and such 
other employees as may be needed. The commis- 
sion also acts in a consulting capacity to the State 
highway engineer on all engineering problems con- 
fronting him and may call meetings to be held in 
various parts of the State to be conducted by the 
State highway engineer. 

The State highway engineer who is the adminis- 
trative head of the work of the State highway com- 
mission must be well versed in the science of road 
building and maintenance. He is appointed for a 
term of six years. The State engineer is assisted 


in the discharge of his duties by three division engi- 
neers, a bridge engineer, the superintendent of 
maintenance, and other assistants. 

County.—Each county is governed by a board of 
county commissioners of from three to seven mem- 
bers elected usually for a period of two years. 
Thirty-seven counties have five commissioners, one 
county has six commissioners, one has seven, and 
one county elects its commissioners for four-year 
terms. The county clerks and treasurers are the 
clerical and fiscal agents of the county boards, and 
the sheriff is the tax collector. Except in special 
cases the county board has charge of the layout, 
altering, construction, and maintenance of all roads 


-and bridges and the raising of money therefor. 


In carrying out road work in the different coun- 
ties there is considerable variation in organization and 
procedure. Many counties in which bonds have 
been issued have boards of county road commis- 
sioners who are given power to employ engineers, 
superintendents, to make contracts, and to buy 
machinery. Insome counties the work is done under 
the direction of county engineers, in others by county 
superintendents, while in others the work is done 
by township supervisors. 


The township  super- 
visors are elected for 


two-year terms and have 
charge of the maintenance of roads and bridges in 
their respective townships. 

There are 25 counties that have county engineers. 
Such engineers are usually employed by those 
counties in which extensive improvements are under 
way, and when the work is being done by contract. 
In such cases the engineer makes all surveys, pre- 









































pares plans, specifications, and estimates, acts as 
inspector, and prepares and approves monthly 
estimates which are submitted to the county board 
for payment. County engineers are usually ap- 
pointed by the county commissioners on the recom- 
mendation of the State highway engineer. The 
county superintendents are usually practical road 
builders employed in counties where the work is 
done by force account or with convict gangs. Gen- 
erally, they are not civil engineers and, therefore, 
incapable of making surveys, preparing plans, 
specifications, and estimates. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 50,758 miles of public road are divided for the 
purpose of fixing responsibility for control, construc- 
tion, and maintenance into two groups, viz, State 
highways and county roads. 

State highways.—The legislature from time to 
time has designated certain interstate roads as State 
highways, viz, the central highway extending from 
Beaufort Harbor on the Atlantic coast to the Ten- 
nessee line, Charlotte-Wilmington highway, the 
Hickory Nut Gap highway, and the Asheville- 
Murphy scenic highway. In addition to these the 
State highway engineer in consultation with the 
State highway commission is given general authority 
to designate, lay out, survey, etc., a system of State 
highways. The tentative system of State highways 
thus selected, including those specially designated by 
the legislature, comprises 3,356 miles. 

The State provides no money with which to con- 
struct these roads, but by special authority of the 
legislature State convicts have been used in the 
construction of the central highway and the Ashe- 
ville-Murphy highway. The net receipts from the 
registration of automobiles is apportioned to be used 
in the various counties for the maintenance of roads 
of this group, such work being done by and under the 
direction of the State highway engineer. The con- 
struction work on State highways is carried on by 
the counties, except when the State highway engi- 
neer is requested to take charge. However, all plans, 
specifications, and estimates are prepared and paid 
for by the State, but if the roads are not built in 
accordance with such plans and specifications, the 
cost of the surveys, plans, etc., is paid by the 
counties. 

County roads.—These include all roads in the 
State not included in the State system. They are 
built and maintained by county and township au- 
thorities with county or township funds. The State 
has no jurisdiction over roads of this group except on 
request of local authorities. The State highway en- 
gineer will, on request, prepare plans, specifications, 
and estimates, but if the roads are not built in ac- 
cordance with such plans, the cost of such work is 





paid for by the county. County prisoners may be 
used in the construction and maintenance of roads 
of this group. 


REVENUES. 


State funds for the support of the State highway 
commission are derived from an appropriation of 
$20,000 per annum. The gross receipts, less not to 
exceed 124 per cent for collection, derived from the 
registration of automobiles are expended for the 
maintenance of State highways and bridges. Of the 
net receipts 174 per cent may be expended at the 
discretion of the State highway commission and 70 
per cent is apportioned to the counties from which 
collected, but must be expended within one year on 
the maintenance of State highways by and under the 
direction of the State highway commission. The 
amount available for this fund for the fiscal year 
ending June 30, 1918, is estimated at $275,000. 

County.—Road and bridge taxes in the counties 
vary from 5 to 50 cents per $100 of valuation and 
from 45 cents to $1 per poll. Some counties also 
retain the statute laborsystem. It is estimated that 
during 1916 there was expended from local funds a 
total of $5,500,000. 


BONDS. 


State.—The legislature of 1917 provided that the 
State treasurer should issue State bond. in amounts 
not to exceed $800,000 a year during the next 41 
years, the proceeds to be used as a loan fund to the 
counties for permanent road improvement. The 
bonds are to bear 4 per cent interest. The counties 
benefiting by the act are to annually pay the interest 
plus 1 per cent of the amount borrowed. The addi- 
tional 1 per cent is to be used by the State for creating 
a fund with which to retire the bonds in 41 years 
from the date of issue. Counties desiring to borrow 
a portion of the State bond fund are required to 
submit the question to a popular vote. If a majority 
decides in favor of making use of the State money, a 
special tax is levied by the county which must be 
sufficient to pay the interest on the bonds at 5 per 
cent plus 4 per cent of the bonds so used for the 
first four years from the date of issue, 8 per cent for 
the subsequent four years, and 10 per cent thereafter 
so long as the bonds remain unpaid to the State. 
The additional 4. 8, and 10 per cent referred to are 
levied for the purpose of maintaining the roads so 
constructed. Ceunty officials failing to levy or col- 
lect such taxes shall be guilty of a misdemeanor. 
State loans to any county when added to the existing 
indebtedness shall not exceed 6 per cent of the 
assessed valuation of the county. No State super- 
vision or inspection of the roads constructed from 
these funds is provided for, and so far none of the 
bonds have been issued. 





be 
per 
the 
for 
‘ter 
ite. 
are 
; SO 
col- 
nor. 
ting 
the 
per- 
rom 
the 





i) | 


PEOPLE 
ar inane mene — — LEGISLATURE 
| GOVERNOR 





NORTH DAKOTA 








| 
| 


CONVICT| LABOR __ 





BOARD OF CONTROL | 





“STATE HIGHWAY COMMISSION 








| 
| 
STATE AND STATE AIO ROADS 


| STATE ENGINEER | 








g-ntchtemeeriitinees 
STENOGRAPHER | | 


-—{_ASST.STATE ENGINEER | 
a 





[cuerxs | 








USE OF CONVICT LABOR 


[ INSPECTORS —_ |. COOPERATIVE 








[ FOREMEN OR CONTRACTORS | 


PAID LABOR 


Counties and townships may issue bonds for road 
or bridge improvement in amounts not to exceed 10 
per cent of the taxable valuation of the property. 
Before such bonds are issued the question must be 
submitted to the qualified voters of the county or 
township and a favorable vote returned by a major- 
ity of the voters, but before such election can be held 
the State highway engineer must certify that the 
proposed issue will be sufficient for the purposes set 
forth in the petition for the election. The term, 
character and interest rate of the bonds are left to 
the discretion of the authorities issuing them. In 
case the bonds are issued, special taxes must be 
levied in sufficient amounts to pay interest and prin- 
cipal and to maintain the roads so constructed. 
The tax for maintenance shall not be less than 1 per 
cent nor more than 4 per cent of the bonds issued. 
The total of county and township bonds outstanding 
on January 1, 1915, was $8,955,300. <A large mileage 
of the improved roads of North Carolina has thus 
been financed from bond issues. 





NORTH DAKOTA. 


DEVELOPMENT. 


State participation in road and bridge work in 
North Dakota is of recent origin, limited in amount, 
of State-wide distribution, and is administered by a 
State highway commission. 

State interest in and aid to road and bridge work 
began in 1909 with the establishment of a good roads 
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experiment station for the purpose of constructing 
experimental roads. Due to a lack of sufficient 
funds the desired work was not fully accomplished. 
Beginning in 1911 the net automobile revenues were 
returned to the various counties for use by the county 
authorities in maintaining the main traveled roads of 
the State, and this policy was continued until 1917. 

In 1913 a State highway commission was organ- 
ized and accomplished during the next three years 
considerable educational work along the lines of road 
and bridge improvement. No funds were provided 
during this period to enable the State to take part in 
construction or maintenance, although the com- 
mission furnished at the expense of the counties 
applying therefor engineers to execute surveys of and 
prepare plans, specifications, and estimates of cost 
for a number of road and bridge projects. 

In 1916 the State highway commission was reor- 
ganized to meet the requirements of the Federal aid 
road act, and provision was made for the designation 
of a system of State roads comprising about 4,000 
miles or 5.8 of the total road mileage of the State to 
be constructed at State and local expense under the 
supervision of the State highway commission. 

On January 1, 1917, 1,100 miles, or 1.6 per cent, 
of the total road mileage of the State was reported 
surfaced. During the year 1916, $2,711,295 was 
expended by local officials for road and bridge pur- 
poses. The State highway commission, being pos- 
sessed at this time of educational and advisory 
powers only, did not supervise any part of this 
expenditure. 





During 1917 there was expended by all forces for 
highway purposes a total of $2,868,000. 


ORGANIZATION. 


The organization of the highway forces of the 
State and the relation existing between them is 
shown on the diagram. 

State.—The State highway commission, com- 
posed of the governor of the State as chairman, the 
State engineer, the commissioner of agriculture and 
labor, and two members appointed by the governor, 
has charge of the location, construction, and main- 
tenance of all projects financed wholly or in part 
with Federal or State funds. The State engineer 
as secretary and engineer of the commission is the 
executive officer of the commission in all matters 
relating to construction and supervision of mainte- 
nance of State projects and is required to furnish 
advice to local road and bridge officials when re- 
quested by them. He is provided with assistant 
engineers, stenographer, and three inspectors. 

County.—The road and bridge affairs are ad- 
ministered by a board of county commissioners con- 
sisting of three or five members elected for terms of 
four years. The county auditor and county treas- 
urer are respectively clerk and fiscal agent of the 
board. County boards may appoint a county super- 
intendent of highways skilled in road and bridge 
building who serves as their executive official. 
Counties not organized into townships are divided 
into districts with an assistant superintendent of 
highways or district overseer in charge of each 
district. 

Township.—Road and bridge affairs in organized 
townships are administered by a board of three 
supervisors elected for terms of one year. The town- 
ship overseer appointed by the board is their execu- 
tive official in charge of all township road and 
bridge work. 

Board of highway improvements.—In each 
county of the State a board consisting of a member 
from each road district in the county is required to 
meet on the second Monday of March in each year 
at the county seat and to adopt rules and regulations 
governing the uniform construction and mainte- 
nance of local highways throughout the county. 
The instructions of this board are binding on the 
township supervisors and road overseers unless 
otherwise ordered by any township supervisor. 
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CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 68,796 miles of public road of North Dakota 
are, for the purpose of fixing responsibility for con- 
trol, construction, and maintenance, divided into 
two groups, viz, State roads and county roads. 

State roads.—These comprise about 4,000 miles 
of main traveled roads selected by the various 
county boards, with the approval of the State high- 
way commission for improvement at their joint 
expense. This system may be increased by agree- 
ment between the county board having jurisdiction 
over the road concerned and the State highway 
commission. 

Initiative for construction or improvement of a 
road of this group is taken by the county board by 
making application to the State highway commission 
for aid in carrying out the proposed improvement. 
When favorably considered by the State highway 
commission, surveys are executed and plans, speci- 
fications, and estimates of cost are prepared by the 
State engineer. Proposed improvements costing less 
than $3,000 may at the discretion of the commission 
be executed by force account by the State engineer 
or by the county board, or may be let by contract. 
Work costing more than $3,000 is required to be ad- 
vertised for bids. The bids may be rejected and 
the work done by force account under the direction 
of the State engineer or contract may be awarded by 
the State engineer with the approval of the county 
board concerned. 

The work during progress is under the supervision 
of the State engineer. Monthly payments for the 
work completed are made by the State and county 
officials, the payments being based on an estimate 
prepared by the representative of the State engineer 
in charge of this work. Fifty per cent of the cost is 
paid by the State when the estimate has been ap- 
proved by the State engineer anc the secretary of the 
State highway commission. The county’s share of 
the cost is paid by the county board when the esti- 
mate has been approved by the State engineer and 
the county superintendent of highways if such of- 
ficial has been appointed by the county board. 

Final payments are made in a similar manner 
when the completed work has been accepted by the 
State engineer. 

Completed roads of this group are maintained by 
the counties at the joint expense of the State and 
county subject to the inspection and supervision of 
the State engineer. 

County roads.—These comprise all other roads 
of the State. They are constructed and maintained 
by county or ownship officials with local funds. A 
large measure of control is given to these boards 
over tax rates and location and construction of new 
roads. 
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REVENUES. 


State.—For the year 1917 the legislature has 
provided an appropriation of $8,000 as emergency 
funds for the partial support of the State highway 
department. The State highway fund composed of 
two-thirds of the net receipts of the motor vehicle 
fund is available for expenditure by the State high- 
way department as follows: 

(a) For the support of the State highway de- 
partment. 

(b) For contributions to the maintenance of roads 
improved under the State-aid plan. 

(c) For expenditures for road and bridge purposes 
in the various counties of the State, Of this latter 
amount 10 per cent of the funds may be expended at 
the discretion of the State highway department. 
The remaining 90 per cent is expended in the coun- 
ties in the ratio in which the tax is paid. A total 
fund accruing from motor vehicle licenses available 
for expenditure by the department during 1917 
amounted to $105,707.82. This will be increased to 
about $186,000 by an increase in the rate. 

County.—One-third of the net motor revenues 
amounting to $72,162.14 was returned to the coun- 
ties in which they are collected and credited to the 
funds for repair and dragging of highways within 
the county. County taxes are levied at the follow- 
ing rates: 

Poll tax, $1.50 a year, or in lieu thereof one day’s 
labor on the roads is required from each male inhabi- 
tant between the ages of 21 and 50. 

A bridge tax at a rate not exceeding 4 mills on 
the dollar, and a road tax at a rate not exceeding 
4 mills on a dollar to be paid in money or labor at 
the rate of $1.50 per day and an emergency tax at 
a rate not exceeding 2 mills on the dollar may be 
levied by the county board. 

Township.— Township boards may levy a tax 
for road and bridge purposes at a rate not exceeding 
$1 on each $100 of assessed valuation. A portion 
of this tax levied for road purposes may be worked 
out by the taxpayers at the rate of $1.50 a day. 


BONDS. 


No bonds have been issued by the State or coun- 
ties for road and bridge purposes. 


OHIO. 


DEVELOPMENT. 


State participation in road improvement in Ohio 
consists of money aid in the construction and main- 
tenance of a State-wide system of intercounty 
highways and main market roads known after 
improvement as State roads, administered by the 
State highway department. The system of inter- 
county highways includes 9,875 miles, of which 


2.775 miles are main market roads. State control 


extends to about 11 per cent of the total road mileage 
of the State and the State contributes approximately 
28.5 per cent of all road expenditures. 

The first State-aid law enacted in 1904 provided 
for a State highway department and for State aid 
to roads, but no appropriation was made. The 
cost of State-aid roads was to be borne as follows: 
25 per cent by the State, 50 per cent by the county, 
15 per cent by the township, and 10 per cent by 
the abutting property. In 1905 the first appropria- 
tion of $10,000 for State aid and $7,400 for the 
highway department was made. The State-aid 
money was to be equally apportioned among the 88 
counties. The fund was so small when so appor- 
tioned that no applications were made for aid 
during the first year. 

The State-aid appropriation was increased to 
$150,000 in 1906 and 1907, to $440,000 in 1908, to 
$486,577 in 1909, and $558,654 in 1910. In 1911 
the highway department was reorganized. Three 
deputies and other employees were provided, the 
State’s share of the cost of State-aid roads was 
increased to 50 per cent, provision was made to 
have the State pay 25 per cent of the cost of main- 
tenance of roads built under State aid, and a sys- 
tem of intercounty highways was provided for. 
No material changes have since been made except 
as follows: A State-wide tax has been provided and 
moneys derived from automobile registration and 
licenses are used to pay the whole cost of mainte- 
nance of such intercounty highways and main 
market roads as have been constructed or taken over 
by the State. In 1912 an attempt was made to 
amend the State constitution by providing for a 
bond issue of $50,000,000 for road improvement, 
but this failed by 2,018 votes out of a total of 
547,146 votes cast. 

Of the 86,354 miles of public road in the State, 
it is estimated that 31,500 miles or 36.5 per cent 
were surfaced on January 1, 1917, and that during 
the year 1916 approximately $2,800,000 was ex- 
pended by the State and $10,000,000 by the counties 
and townships including their contributions to 
meet State aid. 

During 1917 there was expended by all forces of 
the State for highway purposes a total of $12,000,000. 


ORGANIZATION. 


State.—At the head of the State highway de- 
partment is a State highway commissioner appointed 
by the governor, with the advice and consent of the 
senate, for a term of four years. He receives a 
salary of $4,000 per annum. 

There is a nonsalaried bipartisan advisory board 
consisting of four members appointed by the gov- 
ernor for terms of four years, one being appointed 





each year. All official acts of the State highway 
commissioner in connection with the designation of 
intercounty highways or main market roads, the 
granting of aid, the letting of contracts, the pur- 
chase of materials, tools, and equipment, the enter- 
ing into agreement. with the Federal Government on 
post-road projects, and the designation of engineers 
other than county surveyors to take charge of road 
and bridge work within any county under control 
of the State, must first have the approval of the 
advisory board. The State highway commissioner 
is ex officio secretary of the advisory board. 

The State highway commissioner has general 
supervision over the construction and maintenance 
of intercounty highways and main market roads and 
m st approve plans and specifications for all bridges 
on other roads if the cost exceeds $10,000. He 
causes to be prepared plans, specifications, and esti- 
mates for any road, culvert, or bridge on request. 
He may conduct investigations, propaganda work, 
and make experiments. 

The engineering work of the department is con- 
ducted under the direction of three deputies ap- 
pointed by the commissioner. One of these depu- 
ties is designated as chief highway engineer and has 
charge of all matters relating to the design and con- 
struction of roads. One is designated as the main- 
tenance deputy and has charge of all maintenance 
and repair work, while a third is designated as 
bridge deputy and has charge of all matters per- 
taining to the design, construction, and mainte- 
nance of bridges. Each deputy receives a salary 
of $3,000 per annum. The construction deputy 
exercises general supervision over the bridge and 
mainterfance deputies and acts for the highway 
commissioner in his absence. 

Acting under the three deputies there are nine 
division engineers appointed by the commissioner 
from the civil-service eligible list. They have their 
headquarters at the central office in Columbus, but 
most of them live in their own districts. They have 
charge of design, construction, and maintenance of 
roads and bridges in their respective divisions. 

The county surveyors of the various counties are 
by virtue of their positions resident engineers of the 
State highway department. If such county sur- 
veyor fails to comply with the requests of the State 
highway commissioner, he may be removed as the 
representative of the State. The State pays one- 
fifth of his salary as long as he represents the State 
as resident engineer. 
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Correspondence, records, and accounts at the 
central office are handled by the chief clerk appointed 
by the commissioner. Civil-service and legal mat- 
ters are handled by the secretary to the commis- 
sioner, who is an attorney. The physical and chem- 
ical testing work of the department is handled by a 
testing engineer, a chemist, and assistants. 

County organization.— Highway matters in the 
various counties are handled by a board of county 
commissioners consisting of three members, elected 
biennially for a term of two years. The county 
auditor is the clerk of the board except in the larger 
counties, and the county treasurer is the custodian 
of the funds. Under the direction of the county 
commissioners, the county surveyor has charge of 
the design, construction, and maintenance of all 
county roads. As _ indicated 
represent the State as resident engineer. 


above, he may also 
His salary 
is paid one-fifth by the State if he acts for the State, 
and four-fifths by the county on a basis of road 
mileage and population, the maximum being $6,000 
per annum. 

Township.—Highway matters are handled by 
the township trustees, of which there are three in 
each township elected biennially for a term of two 
years. They divide their townships into three dis- 
tricts, each having charge of his district, or they may 
appoint one of their own members or a person not 
on the board as highway superintendent for the 
township. The township trustees of any township 
may order the county surveyor to prepare plans, 
specifications, and estimates for roads to be con- 


structed or resurfaced, or the county surveyor may 


on his own motion prepare such alternate plans, 
specifications, and estimates, and when the same 
have been approved by the township trustees, the 
work may be let by contract by the trustees on the 
lump-sum or unit-price basis. Such contract work 
is done under the general direction of the county 
surveyor. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of Ohio comprising 86,354 miles 
are for the purpose of fixing responsibility for con- 
struction, control, and maintenance divided into 
three groups, namely, State roads, county roads, 
and township roads. 

State roads.—These are such portions of inter- 
county highways and main market roads as have 
been constructed by the State with State money, 
or which have been taken over by the State. There 
are 492 intercounty highways embracing 9,880 miles, 
forming a continuous system throughout the State. 
These roads were selected by the State highway 
department, and were legally adopted by the gover- 
nor’s approval in December, 1912. From the system 
of intercounty highways, the legislature in 1913 
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designated 12 main market roads. This number has 























commissioner may proceed with the work without 


. since been increased by the State highway com- local initiative. 

r missioner with the approval of the governor to 22, When the State is cooperating with the county 
e and includes 2,775 miles of the intercounty highway in the building of a State road ordinarily the per- 
p system. centages paid by the State, county, township, and 
;, Applications for State aid on intereounty high- property owners are as follows: State not to exceed 
* ways originate with the county commissioners or 50 per cent, county 25 per cent, township 15 per 
\ township trustees. Plans, specifications, and esti- cent, and property owners 10 per cent. If the State 
-_ mates are prepared by the county surveyor or resi- does not pay 50 per cent the balance is usually made 
” dent engineer, checked and approved by the division up by the county. When the tax duplicate (assessed 
i engineer, and forwarded to the State highway com- valuation) of a county is less than $30,000,000, but 
a a missioner for approval. If approved, he forwards not over $20,000,000 the State may pay not to 
k @ the same to the county or township and when ap- exceed 60 per cent. When the tax duplicate is less 
ty proved by the county or township, the same is than $20,000,000 the State may pay not to exceed 


returned with statement showing that the necessary 75 percent. The county may assume the township’s 
financial arrangements have been completed, and share, or the township may assume the county’s 


that necessary rights of way, gravel pits, stone and share. When the State is cooperating with the 


= quarries, have been secured by condemnation or township in the building of a State road, the State 
on purchase. Contracts are let by the State highway may pay not to exceed 75 per cent of the cost. 
to & department in the name of the State and approved Under all conditions the property owners are 
* by the county or township. Work proceeds under required to pay not less than 10 per cent of the total 
the direction of the county surveyor or resident engi- cost, but they may be assessed in any amount above 
ae neer, and inspectors appointed by the countysurveyor this at the will of the county commissioners. The 
wid who must be State civil service eligibles approved assessment of property owners may be made on the 
ov: by the State highway commissioner. The work is front footage of abutting property or by unanimous 
nal inspected at frequent intervals by the division vote of the county commissioners on property within 
ae engineer. Payments are made on monthly estimates one-half or 1 mile of the road. No part of the cost 
te. deducting 15 per cent until final completion and _ of bridges and culverts is assessed against the town- 
- acceptance. ship or property owners. The cost of culverts and 
en The above procedure is followed in the construe- bridges is paid by the State and county in the 
nal tion of intereounty highways and main market same ratio as for construction of the road. If the 
013 roads, when the counties or townships cooperate. State acts independently of the county and town- 


When they do not cooperate, the State highway ship, the State pays the entire cost less the amount 





contributed by the property owners, which must in 
no case. be less than 10 per cent. 

On January 1, 1918, 2,029.61 miles of inter- 
county highways and main market roads had been 
surfaced or contracted for by the State, and 144.33 
miles of county and township roads had been taken 
over by the State making a total of 2,173.94 miles of 
State roads. 

These roads when completed are turned over to 
the maintenance deputy and are maintained by the 
State at State expense, but a portion of the cost of 
maintenance may be paid by a county or township. 
The State may take over an intercounty highway 
or main market road previously constructed by a 
county or township and thereafter pay the cost of 
maintenance. The maintenance work is carried on 
under the immediate direction of the county surveyor. 
Weekly reports are made to the maintenance deputy 
by the superintendents, patrolmen, and foremen. 
The patrol or gang system of maintenance is em- 
ployed, a general tendency being to use the gang 
system. 

State convicts may be used by the highway depart- 
ment through requisition on the State prison authori- 
ties in improving intercounty or main market roads, 
or in preparing materials therefor. The cost of trans- 
portation, guarding, clothing, and other expenses 
incident to such work may be paid by the State 
highway department from funds available for the 
construction of State roads. 

County roads.—The county roads may be said 
to include all roads that are not State roads, but 
which have been or may be surfaced with hard 
materials to a standard fixed by the county commis- 
sioners. All such roads are maintained by the 
county commissioners. 

Township roads.—These include all highways 
except those above indicated and are under the juris- 
diction of the township trustees. 


REVENUES. 


State.—A State-wide tax of three-tenths of a mill 
is levied annually from the proceeds of which 75 per 
cent is used for the support of the State highway 
department and for the construction of intercounty 
highways, and 25 per cent is used for the construc- 
tion of main market roads. After deducting from 
the 75 per cent fund enough to support the State 
highway department, the balance is apportioned 
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equally among the 88 counties. The 25 per cent 
fund is apportioned at the discretion of the State 
highway commissioner in such a way as to distribute 
equitably and as far as practicable the benefits from 
such expenditures to the different sections and 
counties of the State. 

The net receipts from the registration of auto- 
mobiles is used for the maintenance of State roads. 
The receipts from the State tax and the automobile 
fund are deposited in the State treasury and are 
appropriated out as needed. 

Appropriations for the fiscal year ended June 30, 
1918, are as follows: 


State highway department 

Construction of intercounty highways 

Construction of main market roads................... 

Reappropriation of surplus....................-. 

Maintenance and repair of intercounty highways, 
EE EN HIN EOS PUIID sonics onc ovebncesccevcceds 


$113, 960 

1 1, 563, 270 
' 537, 400 
900, 000 


1, 749, 960 


4, 864, 590 


a a a a a a ae a 


Local revenues.—For highway construction the 
county commissioners may levy not to exceed 2 
mills on all property, including cities, and villages, 
for maintenance of roads and bridges. The county 
commissioners must levy a tax which will produce 
at least $20 for each mile of county roads. For the 
county’s share of the cost of State roads, the counties 
may levy a tax of not to exceed 1 mill. County 
roads may also be improved under the local assess- 
ment plan on petition of 51 per cent of abutting land- 
owners, and the whole or a portion of the cost may 
be assessed by the county commissioners against 
the abutting landowners within one-half to 2 miles 
of the road, in proportion to benefits received, 
or a portion of the cost not to exceed 50 per cent may 
be paid by the county and township. In order to 
meet the township’s portion of such cost, the county 
commissioners may levy a tax of not to exceed 3 
mills on the township or townships. 

Township.—The township road funds are de- 
rived from a tax of not to exceec 3 mills levied by the 
township trustees, but an addivional levy of 2 mills 
may be made for meeting the township’s share of 
State roads. Township roads may also be improved 
on the local assessment plan on petition of owners of 
realestate. If petitions are granted by the township 
trustees from 25 to 50 per cent of the cost may be 
assessed against the abutting property owners within 
one-half or 1 mile of either side and termini of the 
road. 

It is estimated that counties and townships ex- 
pended from local revenues approximately $7,000,000 
during 1916, exclusive of about $3,000,000 for the 
construction of State roads. 


1 One-half of the amonnt appropriated for two years. 
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BONDS. 


In anticipation of the collection of taxes or assess- 

ments to meet the county’s or township’s share of 

State roads or county roads built under local assess- 

ment plan, the county commissioner may issue 
sinking-fund bonds maturing in not to exceed 10 

years and bearing not to exceed 5 per cent interest. 

| | The aggregate amount of such bonds for State roads 
shall not exceed 1 per cent of the tax duplicate 


(assessed valuation). 

: lor the construction of township roads, the town- 
. ship trustees may issue bonds maturing in not more 
a than 10 years and bearing not to exceed 6 per cent 


3 ' interest, provided the same is agreed to by a majority 
of the electors; the amount to be issued is left to the 
judgment of the township trustees. 

lor many years counties and townships have 


ie ° ° . 
Is ' indulged rather freely in bond issues, and on January 
if » 1, 1915, there was a total of upward of $31,000,000 
d of such bonds outstanding, and during the year 1914 
of | there was expended from bond issues $6,000,000, 
ip while there was retired about $2,700,000. 

ye 

n 

s OKLAHOMA. 

‘DEVELOPMENT. 

0 With the appointment of a State highway com- 
re Missioner in 1911 with educational and advisory 


duties, State interest in road and bridge work was 
first manifested, and during the period 1911 to 1915 








considerable data relative to road improvement, road 
finances, etc., was collected and published at State 
expense by the commissioner. 

In 1915 a State department of highways was or- 
ganized. By the terms of legislation passed in 1916 
its powers and duties were increased. A system of 
State roads selected by the boards of commissioners 
of the various counties of the State was authorized 
by the legislature at this time and in 1917 super- 
visory control over the location and plans for all 
improvements made on this system was vested in 
the department of highways. 

The system of State roads is required to comprise 
not less than 10 nor more than 15 per cent of the 
total road mileage of each county and is selected to 
insure connection between the principal towns of the 
State. 

A one-fourth mill State tax levy was made in 1916 
on all property in the State and the proceeds thereof 
were returned to each county in the ratio of tax paid, 
provided that the county levied a similar tax and 
that the joint fund was expended in accordance with 
plans approved by the department of highways. 

During 1916, 1,900 miles of road were improved 
under State supervision. It would appear, however, 
that a large portion of the work accomplished con- 
sisted of grading earth roads, as at the close of this 
period only 300 miles were reported as surfaced. 

The expenditure of $300,000 of State funds and of 
$1,825,000 of local funds by or under the supervision 
of the department of highways comprised 58.5 per 
cent of the total expenditure, $3,625,000, made by all 
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road and bridge forces of the State during the year 
1916. 

During 1917 there was expended by allroad forces of 
the State for highway purposes a total of $3,722,000. 


ORGANIZATION. 


The organization of the highway forces of the State 
and the relation existing between them is shown on 
the diagram. 

State.—Supervision of highway construction and 
maintenance is vested in a department of highways 
in charge of a commissioner of highways, who is 
appointed by and who serves at the pleasure of the 
governor and is required to be a practical road 
builder. 

The commissioner of highways has supervision 
over all matters relating to State roads, is required 
to determine and establish standards best adapted 
to the various sections of the State, and to furnish 
without cost plans and specifications for road and 
bridge work presented by local officials. 

The State engineer and the assistant State engineer 
are appointed by the commissioner with the consent 
and the approval of the governor. Other employees 
necessary for the conduct of the business of the de- 
partment may be employed by the commissioner. 

The commissioner of highways, with the approval 
of the governor, appoints three civil engineers of 
established reputation and ability to constitute a 
board of highway examiners. This board conducts 
examinations of applicants for the position of county 
engineer. Certificates of competency are issued by 
the commissioner to those candidates recommended 
by the board. These certificates may be revoked by 
the commissioner for neglect of duty or other just 
cause. 

County.—Administration of roads and bridges is 
vested in a board of three commissioners elected for 
terms of two years by a majority vote of the residents 
of the county. The county clerk and county treas- 
urer are, respectively, clerk and fiscal agent of the 
board. 

The county engineer, required to possess a certifi- 
cate of competency from the commissioner of high- 
ways, is appointed by the board to serve, during its 
term of office, as the executive official of the board 
in all road and bridge affairs instituted under its 
direction and he is required to render such reports to 
the commissioner of highways as may be required. 
The engineer has supervisory control as regards road 
repair and maintenance over all township super- 
visors appointed by the county board or township 
superintendents appointed by township boards. 

Township.—Each county organized under the 
township organization plan is divided into town- 
ships, the affairs of which are administered by a 
board of directors composed of a township trustee, 


treasurer, and clerk, all elective officials. The mem 
bers of this board are ex officio highway commission- 
ers for the township, and are required to select a 
township superintendent as their executive official 


in road matters under their charge. The township 


clerk is required to make an annual report to the 
township board of directors of the work accom- 
plished on the township system of roads, and to fur- 
nish a copy of the report to the county clerk. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 107,916 miles of public road in Oklahoma are, 
for the purpose of fixing responsibility for construc- 
tion, control, and maintenance, divided into two 
groups, namely, State roads and township roads. 

State roads.—These comprise between 10 and 
15 per cent of the total mileage of each county se- 
lected for improvement by the county board at the 
joint expense of the State and county under the 
supervision of the commissioner of highways. These 
roads are selected so as to connect the county seats 
and the important cities of the State with roads lead- 
ing to important centers in adjoining States. I nitia- 
tive for construction is taken by the county board 
making application to the department of highways 
for financial aid in the construction of the road or 
roads specified in their application. When the proj- 
ect has been approved by the commissioner of high- 
ways, the laws of Oklahoma provide four forms of 
procedure by which State aid may be extended to 
the State road systems, namely: 

1. By Federal and State aid combined with local 
funds in the ratio prescribed by the rules and regula- 
tions of the department of highways. 

2. By State funds combined with local funds, the 
cost being borne equally. 

3. By State convicts equipped for road building, 
loaned to the county. 

4. By the proceeds of a one-fourth mill State tax 
combined with an equal amount of local funds. 

Whenever the first or second method is followed, 
plans, specifications, and estimates of cost are pre- 
pared under the direction of the commissioner of 
highways. The letting of contracts involving Fed- 
eral or State aid, supervision of the work during 
progress, and final inspection and acceptance of the 
work when completed is vested in the commissioner 
of highways. 

The work of construction may be let by contract 
and paid for with Federal or State and local funds, 
or State convicts may, with the consent of the State 
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board of public affairs, and the approval of the de- 
partment of highways, be furnished to county boards 
on their request and at their expense as regards extra 
expense due to the guarding of convicts while away 
from the State institution. The necessary tools, 
machinery, etc., required to equip these convict 
camps are furnished by the State. 

Roads of this group may be constructed by the 
counties with State funds provided by the one- 
fourth mill tax levy and an equal amount of county 
funds, provided that plans and specifications ap- 
proved by the department of highways are followed 
in this work. 

Completed roads of this group are maintained by 
county boards at county expense subject to the in- 
spection and instructions of the department of 
highways. 

Township roads.—These are constructed and 
maintained by township boards with township funds 
under the general supervisory administration of the 
county engineer. All roads and bridges of this 
group constructed with the proceeds of township 
bond issues and all bridges on township roads of 
more than 20-foot span are required to be con- 
structed in accordance with plans and specifications 
approved by the department of highways. 

The township roads when constructed in accord- 
ance with plans and specifications approved by the 
State highway department may, when the State 
road system now authorized shall have been com- 
pleted, be added to the State system by favorable 
action of the county board and the department of 
highways. 

REVENUES. 


State.—Funds are provided by a State-wide tax 
and by special appropriations by the legislature. 
The funds available for the year July 1, 1917, to 
June 30, 1918, and the purposes for which they may 
be used, are shown as follows: 

1. An appropriation by the legislature of $20,000 
for the support of the department of highways. 
Additional employees may be engaged and the State 
reimbursed by the counties benefiting from their 
services. 

2. An appropriation by the legislature of $345,417 
to meet Federal aid funds allotted to the State for the 
period ending June 30, 1918. This fund may be 
expended under the supervision of the department of 
highways with the approval of the United States 
Secretary of Agriculture on roads selected by the 
State department of highways. 

3. An appropriation of $1,000,000 per annum, or 
as much thereof as may be available, is provided for 
the years ending 1918 and 1919, to be allotted to the 
various counties of the State for aid on State 
roads. One-half of this appropriation is allotted in 


the ratio of which the area of each county bears to 
the total area of the State, and one-half of the appro- 
priation is allotted in the ratio which the population 
of each county bears to the total population of the 
State, the allotments being conditioned, however, on 
the county providing an equal amount. 

4. An appropriation of $100,000 for the equipment 
of convict camps for road work. 

5. A State-wide tax levy of one-fourth mill is 
returned in the ratio in which collected to each 
county providing a similar amount, provided that 
the combined sum be expended on State roads in 
accordance with the instructions of the department 
of highways. For the year ending June 30, 1918, it 
is estimated that $300,000 will be produced by this 
tax. 

Thus the legislature provided a total of $1,765,417 
for the fiscal year ending June 30, 1918. 

County.—-In addition to the one-fourth mill tax 
levy to meet the State tax levy funds, the county 
board may impose a general county tax at a rate 
not exceeding a total of 7} mills for county purposes 
and apply to the road and bridge fund any or all 
surplus moneys produced by this tax. 

Ninety per cent of the motor-vehicle revenues, 
amounting to $768,300, is returned by the State to 
the counties in which they originated and is credited 
to the dragging fund for State and local roads. Any 
surplus in this fund may be applied to new con- 
struction. 

A gross production tax is levied on certain prod- 
ucts of the State and the proceeds thereof are 
returned to the counties in which they originate and 
are used for road and bridge purposes. 

Township.—Every male person, able-bodied and 
not legally exempt, between the ages of 21 and 50, 
is required to render four days’ labor each year on the 
public roads or to pay $5 in cash. A tax not ex- 
ceeding 2 mills may be levied by the township board, 
the proceeds thereof to be expended for dragging the 
roads of the township. 


BONDS. 


Sinking-fund bonds in an amount not exceeding 
5 per cent of the total assessed valuation of the 
county, bearing interest at a rate not exceeding 5 
per cent per annum with terms not less than 5 years 
nor more than 25 years, may be issued by county 
boards for road and bridge purposes when author- 
ized to do so by three-fifths of the voters of the 
county. 

Sinking-fund or serial bonds in an amount not 
exceeding 5 per cent of the total assessed valuation 
of the township, bearing interest at a rate not ex- 
ceeding 6 per cent, with terms not exceeding 25 
years, may be issued by or on behalf of a township 











whenever three-fifths of the voters of the township 
so authorize. 

At the close of the year 1913 there was a total of 
county and township road and bridge bonds out- 
standing amounting to $1,440,000. 


OREGON. 
DEVELOPMENT. 


State participation in highway improvement in 
Oregon is of recent origin, consists of money aid 
applied to a system of State highways, and to post 
roads constructed under State supervision at the 
joint expense of the Federal Government, State, and 
counties, and is financed with the proceeds of a one- 
fourth mill State-wide tax and by bond issues. 

The State highway commission, established in 
1913, was reorganized in 1917 and given jurisdiction 
over the expenditure of Federal funds allotted to the 
State and to all construction to which the State con- 
tributed 25 per cent of the total cost. 

Of the total road mileage, 10.4 per cent, or 4,875 
miles, had been surfaced at the close of the year 1916. 
Of this improved mileage 413 miles had been con- 
structed under the State-aid plan. 

The expenditures during 1916 comprised $165,662 
of State funds and $290,000 of local funds, expended 
by or under the supervision of the State highway 
department, and $5,500,000 of local funds expended 
under local supervision. The State thus contrib- 
uted 2.8 per cent and supervised the expenditure of 
7.7 per cent of the total. 

During 1917 there was expended a total of 
$5,700,000 by all forces for highway purposes. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown on 
the diagram. 

State.—At the head of the State road work is 
the State highway commission composed of three 
members appointed by the governor for terms of 
three years, the term of one member expiring 
annually. The highway commission appoints a 
State highway engineer, who is required to be a 
competent civil engineer with experience in road 
construction and maintenance. He holds office at 
the pleasure of the commission, but for a period not 
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to exceed four years without reappointment. The 
commission employs such clerks, officers, and assist- 
ants to the engineer at such salaries and for such 
terms as May appear necessary, provided, however, 
that the total cost of any one year shall not exceed 
10 per cent of the total fund available to the com- 
mission for that year for its work. The State 
highway engineer is the chief executive of the de- 
partment and has general supervision of all con- 
struction and maintenance of State highways, dnd 
of other roads to which Federal or specified amounts 
of State funds are contributed. He also acts in an 
advisory capacity in highway matters in the counties 
when so requested. 

County.—Road and bridge affairs in the county 
are administered by a county court composed of a 
county judge and two commissioners, each elected 
for terms of four years. The court is required to 
divide the county into suitable districts and appoint 
for each district for a term of one year a road super- 
visor. 

The county board may appoint for a term of one 
year a road-master who is required to devote his 
entire time to supervision of the road and bridge 
work of the county. 

Two or more counties may create, join in, and con- 
stitute a road-building district for the purpose of 
locating and constructing public highways within 
the boundaries of such district. In such cases the 
combined county boards constitute the governing 
board of the districts. The proceedings of the 
board thus constituted are ratified by each board 
independently. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 47,000 miles of public road in Oregon are 
divided for the purpose of fixing responsibility for 
construction, control, and maintenance into five 
groups, namely, State highways, hard - surfaced 
highways, post roads, forest roads, and county 
roads. 

State highways.—These comprise approximately 
3,800 miles of highways, selected by the State highway 
commission for improvement under State super- 
vision at State and local expense. Federal funds 
may also be used for the construction of this system 

Initiative for construction of these roads is taken 
by the State highway commission, which enters into 
agreements with the interested county board as to 
the type of construction and the portion of cost to 
be borne locally. Construction is carried out unde: 
State control and supervision. Maintenance is 
executed by the county under State supervision, the 
cost therefor being shared equally. 

Hard-surfaced highways.—These comprise « 
system of roads with a mileage of 483 designated by 
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the State legislature for improvement under State 
supervision at State and local expense and 522 miles 
which may be improved under similar terms. The 
local board having jurisdiction over the territory 
in which the road is located is required to prepare 
the roadbed and the State is required to provide the 
pavement. Maintenance is executed under State 
supervision in accordance with the terms of an 
agreement as to subdivision of cost entered into by 
the State highway commission and the county 
board concerned. 

Post roads.—These comprise 1,380 miles of road 
selected by the legislature for improvement by the 
State highway department with Federal and State 
funds. All plans, specifications, etc., are prepared 
by the State highway department and submitted 
to the United States Secretary of Agriculture for 
his approval. Construction is carried out under the 
direction of the State highway department. Main- 
tenance is executed in a manner similar to that 
described under hard-surfaced highways. 

Forest roads.—These comprise 521 miles of road 
selected by the legislature for improvement in the 
same general manner as for post roads. These 
roads are located in or adjacent to national forest 
reservations. Maintenance is to be carried out 
under the supervision of the State highway depart- 












ment in accordance with the terms of the Federal 
aid act. 

The State highway commission has the power to 
modify and to add to the systems designated by the 
legislature, and it is probable that portions of the 
State highway system selected by the State highway 
commission will be coincident with portions of the 
systems selected by the State legislature. 

All work to which the State or Federal Govern- 
ment contributes 25 per cent or more of the total 
cost is under the administration of the State high- 
way department. The work may be carried out by 
convict labor with the consent of the governor, by 
force account under the direction of the State 
highway engineer, or let by contract. If the county 
bears a portion of the cost, the county board is 
required to approve the contract so let. 

Monthly payments covering 85 per cent of the 
completed work, as evidenced by the estimate of the 
engineer in charge, and which bears the approval of 
the State highway engineer, are paid on order of 
the State highway commission; if the county con- 
tributes to the total cost, monthly payments cover 
only 75 per cent of the completed work. Final pay- 
ments are made in a similar manner. 

County roads.—These comprise all other public 
roads of the State. They are opened, controlled, 


constructed, and maintained by county officials. 





REVENUES. 





State.—The State highway fund composed of the 
proceeds of a one-fourth-mill tax, was estimated to 
amount to $230,000 for the year 1917. This fund 
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is available for the support of the State highway 
department and for payment of the State’s portion 
of the cost of the construction and maintenance of 
the State highway system. 

State bonds to the amount of $1,819,280.55 may 
be issued as needed by the State board of control 
to provide funds to meet Federal aid allotted for 
construction of post and forest roads: 

State bonds to the amount of $6,000,000 may be 
issued by the State highway commission to provide 
funds to defray the State’s portion of the cost of 
constructing the system of hard-surfaced highways. 
The law provided that not more than $1,000,000 of 
bonds of this series could be issued in 1917 and not 
more than $2,000,000 of this series in 1918. The 
issue of bonds of this series was postponed indefi- 
nitely as a war measure. 

The net revenues, $150,000 for 1917, accruing 
from the registration of motor vehicles and the fines 
and penalties accruing from the violation of the 
motor-vehicle law are used for the payment of inter- 
est on the bonded indebtedness incurred for road 
purposes. The remainder, if any, may be used by 
the State highway commission for highway purposes. 

County.—County boards may levy a tax at a rate 
not exceeding 10 mills on each dollar of valuation. 
Three-fourths of the proceeds of this tax are ex- 
pended in the district in which raised. The remain- 
ing one-fourth may be expended at the discretion of 
the county board. Special taxes at similar rates 
may be levied in the districts if the majority of the 
inhabitants so desire. 


BONDS. 


The State bonds above referred to are of different 
types. The bonds issued to meet Federal aid are 
limited to 20-year terms and bear interest at a rate 
not exceeding 4 per cent. The type of bond and 
manner of payment are fixed by the State board of 
control. 

The State bonds to be issued for hard-surfaced 
highways are to be of the deferred serial type, bear- 
ing interest at 4 per cent, and may run not to ex- 
ceed 20 years after 6 years from the date of issue. 

Sinking-fund bonds in an amount not exceeding 
2 per cent of the assessed valuation of the county 
may be issued by the county court when authorized 
by a majority of the voters of the county. The 
term of such bonds is stated in the proposal sub- 
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mitted to the voters. The interest on such bonds 
may not exceed 6 per cent. On January 1, 1915, 
there was outstanding $1,615,000 of county bonds 
issued for terms varying from 10 to 30 years, with 
interest at 5 and 6 per cent. 


PENNSYLVANIA. 
DEVELOPMENT. 


State participation in road construction, improve- 
ment, and maintenance in Pennsylvania is of State- 
wide scope, was first evidenced in 1903, consists of 
actual construction and maintenance of a system of 
State roads with State funds, allotment of money 
aid to local roads of importance, and supervision of 
and allotments of money aid to the roads admin- 
istered by townships of the second class, and is 
administered by a State highway department. 

Road improvement in Pennsylvania had its be- 
ginning in private toll roads, which from their first 
establishment in 1792 were gradually extended 
throughout the State. However, as the railroads 
became the principal means of long-distance trans- 
portation, the toll roads were allowed to deteriorate, 
and many were abandoned or condemned and taken 
over by the local authorities as public roads. At 
present only a small mileage of the original system 
is administered by private ownership, and this mile- 
age is decreased each year by purchase by the State. 

Prior to 1895 road supervision and construction 
was executed by the township boards, but as this 
form of management did not prove satisfactory the 
county administration of roads was authorized by 
the legislature during that year. While county con- 
trol was a step in the direction of centralized control 
of road matters, it was not until 1903 that the State 
highway department was organized, with the neces- 
sary funds to assist the counties in their road affairs. 

From its beginning in 1903 the highway depart- 
ment has been modified from time to time until it, 
as now organized, has full control over the system 
of State roads comprising 11 ver cent of the entire 
mileage of the State; supervisory control over the 
road system of the second-class townships which 
comprise about 85 per cent of the total mileage of 
the State, and extends money aid to counties, 
boroughs, or townships for the improvement of local 
roads which are of importance. Local roads im- 
proved with State aid comprise about 1 per cent of 
the total mileage of the State. 

Approximately 114 per cent of the road mileage 
of the State has been improved with funds supplied 
by State and local organizations. During the year 
1916, $2,958,455.51 was expended by the State for 
maintenance of State roads and bridges. 
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The influence in the road and bridge work of the 
State exercised by the State highway department is 
evidenced by its control over the funds expended. 
During 1916 the State highway department ex- 
pended $3,663,352 of State funds and $322,040 of 
local funds, and in addition thereto distributed to 
townships of the second class $712,501 of State 
funds. The total road and bridge expenditures 
within the State by both State and local forces for 
the period reached $10,985,392. Thus the State 
exercised supervision over the expenditure of about 
43 per cent of all road expenditures. 

During 1917 there was expended by all forces a 
total of $11,463,000 for highway purposes. 


ORGANIZATION. 


The organization of the State and local road forces 
and the relation existing between them is shown on 
the diagram herewith. 

State.—The executive official of the State high- 
way department is the State highway commissioner 
appointed by the governor for a term of four years. 
He provides rules and regulations governing the 
business of the department, appoints engineers, 
clerks, and such other employees as may be required, 
and prescribes their duties. He is assisted in the 
executive work of the department by a first deputy 
commissioner, a second deputy commissioner, a 
chief engineer, and an auditor, all of whom are ap- 
pointed by the governor. 

The department is divided for administrative pur- 
poses into five general divisions with specific powers 
and duties, namely: 

1. The bureau of township highways is adminis- 
tered by the first deputy commissioner, who has 
general supervision of all road construction and 
maintenance administered by the local boards of 
townships of the second class. 

A district engineer and such other assistants as 
may be needed is in charge of each of the five dis- 
tricts into which the State has been divided. He 
reports to the first deputy and represents him in 
carrying out the duties of the bureau, which in 
general are to prescribe and enforce rules and regu- 
lations not in conflict with State laws, fixing the 
duties of highway officials in townships of the second 
class; to approve all contracts let by such township 
officials for equipment, bridges, etc.; to supervise all 
townships of the second class road and bridge con- 
struction and maintenance, and to make an annual 
report to the commissioner of work accomplished 
and such statistics relative to roads and bridges of 
the State as may be at hand. 

2. The division of maintenance is administered by 
the second deputy who allots funds available for 
maintenance and repair of State and State-aid roads. 
The allotment is made on recommendation of the 


assistant engineers of the division of construction who 
are in charge of the various districts into which the 
State has been divided for construction and main- 
tenance purposes. The maintenance division em- 
ploys as many as 10,000 or 12,000 men during the 
working season. 

3. The division of construction is administered by 
the chief engineer who has charge of construction and 
maintenance of State and State-aid roads, and who 
is assisted by a central office force and a field force 
which for administrative convenience is divided into 
15 district organizations, headed by district engi- 
neers, with such addtional forces as may be needed 
from time to time. 

4. The division of audits is administered by the 
auditor who examines all accounts against the de- 
partment, and issues warrants for all payments made 
by the department. 

5. The clerical and registration division is admin- 
istered by the chief clerk, appointed by the commis- 
sioner, who has charge of the registration of motor 
vehicles, collection of fees therefor, and keeps records 
of all accounts and expenditures of the department. 
A comprehensive and effective cost-keeping system 
covering all expenditures of the department is ad- 
ministered by this division. 

A statistician, appointed by and reporting directly 
to the commissioner, is in charge of the collection of 
data and information pertaining to the roads of the 
State. He edits bulletins and publications relative 
to the duties and accomplishments of the depart- 
ment. 

County.—Authority over road affairs in the 
county is vested in a board of three commissioners 
elected for a term of four years. The county sur- 
veyor, an elective official, may be designated by the 
board, or the board may employ a county engineer 
to take charge of the road and bridge improvements 
under their control. 

First-class townships.—Townships containing 
300 or more inhabitants per square mile are desig- 
nated first-class townships and are governed by a 
board of elective commissioners. They have full 
control over all township roads in their jurisdiction. 

Second-class townships.—These comprise all 
other townships of the State. Authority over road 
and bridge matters is vested in a board of three 
elective supervisors. The board appoints a highway 
superintendent or road master and such other forces 
as may be required. Practically all operations of 
this board and its employees in road and bridge mat- 
ters are subject to rules, regulations, and supervision 
of the State bureau of township highways. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 91,556 miles of public road in Pennsylvania are 
divided for the purpose of fixing responsibility for 





construction and maintenance into five groups, 
namely, State highways, State-aid highways, county 
roads, first-class township roads, and second-class 
township roads. 

State highways.—These comprise 375 routes 
with a mileage of 10,235 designated in a general way 
by the State legislature, and are to be constructed and 
will be maintained by the State highway department 
with State funds. On January 1, 1918, approxi- 
mately 2,000 miles of road of this group had been 
improved. Surveys, plans, specifications, and esti- 
mates are executed by the State highway depart- 
ment. Construction may be done by force account 
under the control of the department or let by con- 
tract. When by contract let by the State highway 
commissioner, inspection and supervision is exercised 
by the State highway department. Monthly pay- 
ments may be made as the work progresses. They 
are based on an estimate prepared by the assistant 
engineer in charge of the work and are approved by 
the district engineer and State highway commissioner. 
Payment for 90 per cent of the amount of the estimate 
is made by the State treasurer on receipt of a war- 
rant approved by the State auditor and the auditor 
of the State highway department. 

State-aid highways.—These comprise about 
1,050 miles of road improved by State and local 
funds, of which 459 miles are maintained by local 
forces. The remaining mileage, 591, located on State 
routes is maintained by and at the expense of the 
State. 

New construction is instituted on the initiative of 
a county or township board. Application is made 
to the State highway commissioner for aid in con- 
structing a designated road or section thereof, and if 
the project is deemed feasible by the State highway 
department and if the local board obligates itself to 
pay one-half the cost of construction and mainte- 
nance. Surveys, plans, specifications, and _ esti- 
mates are prepared by the district engineer and are 
approved by the State highway department and by 
the local board concerned. 

Contracts are let by the State highway commis- 
sioner and construction is carried out under super- 
vision of the State highway department. Payments 
are made by the county treasurer on warrants ap- 
proved by the State highway commissioner until 
local funds appropriated for the project are ex- 
hausted; the remaining payments are then made from 
State funds by the State treasurer in the manner 
outlined under State highways. 
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County roads.—These are selected by the boards 
of county commissioners subject to the approval of 
the grand jury and the court of quarter sessions. 

First-class township roads.—These comprise 
all roads of the townships not included in the three 
preceding systems. Roads of the third and fourth 
groups comprise a small percentage of the total road 
mileago of the State. They are constructed and 
maintained by their respective boards with local 
funds. The State highway department has no juris- 
diction over roads of these groups unless they are 
improved by means of State-aid highway procedure. 

Second-class township roads.—These comprise 
all other public roads of the State. They are admin- 
istered by township boards under supervision of 
the State highway department. The State law pro- 
vides that townships of this class which collect their 
road taxes in cash are entitled to an allotment from 
State funds equal to 50 per cent of the taxes collected. 
However, the allotments may not exceed $10 per mile 
of road. The legislature since 1911 has failed to pro- 
vide funds sufficient in amount to pay the entire 
amounts due the townships. 

All equipment, materials, etc., used by the State 
or local forces on State highways, State-aid high- 
ways, and second-class townships are purchased by 
contract let by or under the supervision of the State 
highway commissioner. 


REVENUES. 


State.—For the two years June 1, 1917, to May 
30, 1919, the State legislature has provided for each 
year the following amounts for the support of the 
State highway department and for State participa- 
tion in road and bridge improvement. 


For construction of State highways........... 
State aid to counties. -.. 

Purchase of turnpikes. - . . 

Cash bonus to townships of th 

Maintenance of highway department................ 


coceee. OS, 000, 000 
750, 000 
250, 000 
936, 735 
377, 500 
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In addition thereto the gross receipts of the motor- 
vehicle license fund, estimated at $3,268,026 per an- 
num, are available for maintenance of State high- 
ways. 

County.—The boards of county commissioners 
have authority to levy for road and bridge purposes 
an annual tax at a rate not exceeding 2 mills on 
each dollar of assessed valuation. 

Township.—The boards of supervisors have 
authority to levy for road and bridge purposes an 
annual tax at a rate not exceeding 10 mills on each 
dollar of valuation, and may with the approval of the 
court of quarter sessions levy an additional tax at a 
rate not exceeding 10 mills on each dollar of valua- 
tion. 
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BONDS. 


Bonds may be issued by counties and townships 
for road and bridge purposes at a rate of interest not 
exceeding 5 per cent and in amounts not exceeding 
2 per cent of the assessed valuation of the county or 
township. The type and term of such bonds is not 
specified by law. On January 1, 1915, $27,547,659 
of county and township bonds were outstanding. 


RHODE ISLAND. 
DEVELOPMENT. 


State participation in road and bridge improve- 
ment in Rhode Island dates from 1896, is confined to 
a system of State roads although provision has been 
made for State aid to towns and is administered by a 
State board of public roads. 

State interest in and control over road improve- 
ment began in 1896 with the appointment of a State 
highway commissioner, who, during the two succeed- 
ing years, constructed in several towns a total of 
94 miles of object-lesson roads. These roads con- 
sisted of half-mile sections of water-bound macadam, 
the cost being paid 75 per cent by the State and 25 
per cent by the town. These roads served as a 
demonstration of the stability of roads constructed 
of proper materials under skilled supervision, and 
were no doubt useful in stimulating a demand for 
further road improvement. However, State interest 
in road improvements remained inactive until 1902, 
when the State board of public roads was first organ- 
ized. At this time a system of State roads was desig- 
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nated by the State legislature for improvement with 
State funds. 

The State road system as originally outlined has 
been augmented from time to time until it now com- 
prises 37 per cent of the entire road mileage of the 
State. Three hundred twenty-four and five-tenths 
miles, or 40 per cent, of the State system has been 
surfaced, 207.7 miles being water-bound- macadam 
and 116.8 miles being bituminous macadam. Thirty- 
four and five-tenths per cent of all roads of the State 
have been improved by surfacing. 

The total expenditures for road and bridge pur- 
poses by all road forces of the State during 1916 
reached $942,152. Fifty-seven and one-half per 
cent of this amount, or $543,162, was State funds 
expended by the State board of public roads. 

During 1917 a total of $862,000 was expended by 
all forces in the State for highway purposes. 

Since 1914, the work of the board has been con- 
fined to bridge construction, and bridge and road 
maintenance, funds for new road construction not 
being available. However, funds sufficient in 
amount to provide for the maintenance of the exist- 
ing improvements were made available for 1917. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown on 
the diagram. 

State.—Authority over road affairs is vested in 
the State board of public roads consisting of five 
members, one from each county of the State, ap- 
pointed by the governor for terms of five years, one 








term expiring annually. The executive official of 
the board is the chief engineer appointed by the 
board for an unlimited term. He is assisted in the 
central office by deputies who have charge of each 
of three divisions, namely, bridges, surveys, designs 
and estimates. Such other technical.assistants and 
clerical force as may be required are provided for the 
central office. The State is divided into six divisions, 
each in charge of a division engineer who reports to 
the chief engineer and represents him in the work of 
construction, repair, reconstruction, and mainte- 
nance in the district. A field force of inspectors, 
field parties, and other help is provided in sufficient 
amount to carry out the work. 

The collection of fees for motor vehicle and chauf- 
feur licenses is carried out under the direction of the 
board. 

County organization.—The counties in Rhode 
Island, as such separate organizations, take no part 
in road and bridge affairs. 

Towns.—The town councii composed of five or 
seven elective officials exercises, through executive 
officials appointed by the council or elected by the 
voters, control and maintenance of local roads and 
bridges under their jurisdiction. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 2,170 miles of public roads of Rhode Island 
are divided, for the purpose of fixing responsibility 
for construction and maintenance, into two groups, 
namely, State roads and town ways. 

State roads.—These comprise 800 miles of the 
principal roads of the State designated by the State 
legislature. The roads of this group are improved 
and maintained by the State with State funds. The 
State law requires that the width of surfacing on 
tangents shall be not less than 14 feet nor more than 
18 feet. The width on curves is fixed by order of the 
board and is generally wider. However, the width 
of roadway may be increased on request of and at 
the expense of the towns in which located. 

‘All surveys, plans, and specifications for roads of 
this group are prepared by the State board of public 
roads. Construction and maintenance are carried 
out under the direction of the board by convict 
labor, by force account, or by contract. 

When by convict labor, the convicts are furnished 
by the penal and charitable commission, on request 
of a majority of the board. The additional expense 
incurred in guarding and transporting the convicts 
is met from the fund provided for construction and 
maintenance purposes. Convicts detailed to road 


work are entitled to special privileges and may re- 
ceive a small wage for their labor. 
When by force account all steps of the work are 


supervised and administered by employees of the 
board. 


- 
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When by contract let by the board after due pub- 
licity to a contractor who furnishes bond in 50 per 
cent of the contract price, the work is under the su- 
pervision of an inspector detailed to the work by the 
chief engineer, and the occasional inspection of the 
division engineer and of the chief engineer. 

Monthly payments based on estimates covering 
85 per cent of the completed work are made on order 
of the chief engineer to the contractor by the State 
treasurer with the approval of the State auditor. 

Final payment is made in a similar manner when 
the completed work has been accepted by the division 
engineer and by the chief engineer. 

Town ways.—These comprise all other roads of 
the State. They are controlled, constructed, and 
maintained by local officials with local funds. 

The State law provides that whenever a town 
makes an annual appropriation, by a vote of the 
electors, for road and bridge purposes equal in 
amount to an assessment of 20 cents or more on 
each $100 of taxable property in the town, and re- 
quests the State board of public roads to supervise 
the expenditure of such appropriation, such town is 
entitled to State aid in the sum of one-fifth of the 
amount appropriated. Only one town has taken 
advantage of this provision of law. 


REVENUES. 


State.—The funds for the calendar year 1917 at 
the disposal of the State board of public roads are 
obtained from several sources, namely: 

1. The fees collected from licenses of chauffeurs and 
motor vehicles and penalties collected for violation 
of the motor-vehicle law, amounting to $353,652, 
are available for expenditure by the State board of 
public roads in the following manner: A total of 
$2,500 is paid to members of the board as annual 
salary; not to exceed $12,500 for supplies for the 
motor-registration department; not to exceed 
$20,000 for clerical and contingent expense incident 
to enforcement of the motor-vehicle laws, and the 
remainder of the fund, $318,652, for the repair and 
maintenance of State roads. 

2. By legislative appropriation of $2,500 for sala- 
ries of board, $5,000 for traveling expenses of board 
and for salaries and expenses of employees of the de- 
partment, $175,000 for bridges on the State roads, 
and $34,997 to meet funds allotted by the United 
States Government. 

3. The proceeds amounting to $224,423 of a State- 
wide tax of three-tenths of a mill levied on all tax- 
able property in the State. 

4. The refunds estimated to be $2,450 from towns 
and public-service corporations to the bridge con- 
struction fund. 

Thus the total State funds available amounted to 
$798,022 exclusive of refunds. 
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Local.—Town funds are raised by local taxes. 


The amount of the fund for road and bridge pur- 
poses is fixed by a vote at the annual town meeting 
and the tax rates are fixed accordingly by the ad- 
ministrative officials of the town. : 


BONDS. 


Town bonds may be issued for road improvement 
when specially authorized by the legislature, but 
apparently none have been issued. 

State bonds may be issued on authority of the 
legislature. Such bonds may bear not to exceed 4 
per cent interest and to be retired by the sinking 
fund method within 50 years. The total State 
bonds outstanding on January 1, 1918, amounted to 
$1,975,000. These bonds must be retired in 30 
years and bear interest varying from 3 to 4 per cent. 


SOUTH CAROLINA. 


DEVELOPMENT. 





State participation in road building is limited to 
educational, advisory, and supervisory assistance ad- 
ministered by a State highway commission estab- 
lished in 1917. No money aid is extended by the 
State, but 20 per cent of the automobile-registration 
fees is used for the support of the State highway de- 
partment, while 80 per cent of such fees is refunded 
to the counties. The State exercises no control 
over the expenditure of these funds except on re- 
quest of local authorities. For a number of years 
previous to 1917 the department of agriculture, com- 
merce, and industries collected and disseminated 
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information and statistics on road building, and 
issued road maps and route books. 

During 1917 expenditures by all forces of the 
State for road purposes totaled $1,277,000. 


ORGANIZATION. 


The organization of the State highway depart- 
ment and its relation to the local road forces is shown 
on the diagram. 

State.—The State highway commission is com- 
posed of two nonsalaried members appointed by the 
governor and three ex officio members as follows: 
The senior professors of civil engineering of the 
Military College of South Carolina, of the Clemson 
Agricultural College, and of the University of South 
Carolina. 

A highway engineer appointed for an unlimited 
term by the commission, which appointment may 
be based upon an examination, must be skilled and 
experienced in the design, construction, and main- 
tenance of roads and bridges. Upon the recom- 
mendation of the State highway commission the 
State highway engineer appoints two assistant engi- 
neers, which appointments may be based upon a 
civil-service examination. A clerk, who serves as 
secretary to the commission, is appointed by the 
commission. 

The highway department is composed of two 
divisions, viz, engineering and automobile licensing 

and registration. The engineering division, admin- 
istered by two assistants under the State highway 
engineer, has charge of the work, requested by local 
authorities of making surveys, preparing plans, 








specifications, and estimates, and the supervision of 
road and bridge work on Federal-aid projects. The 
registration and licensing of automobiles is admin- 
istered by a clerk who is secretary to the commis- 
sion, and who reports to the State highway engineer. 

County.—Except where special laws apply, the 
control over roads and bridges in the several counties 
is vested in a county board of commissioners com- 
posed of the county supervisor as chairman, elected 
by the people for a four-year term, and two commis- 
sioners appointed by the governor on the recommen- 
dation of the county delegation to the general 
assembly. Some counties have more than two com- 
missioners and several counties operate under special 
laws. District overseers have immediate control 
over the roads in the various townships. These are 
appointed by the county board, or subject to its 
approval, or by the township board of commissioners 
in counties where such boards exist. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The roads of South Carolina, comprising about 
32,000 miles, are, for the purpose of fixing responsi- 
bility for construction, control, and maintenance, 
divided into two groups, viz: Proposed State high- 
way system and county roads. 

Proposed State highway system: In order to com- 
ply with the requirements of the Federal-aid road 
act, the State highway department has designated 
a tentative State highway system which it is pro- 
posed to improve with Federal aid and county funds 
during the five-year period 1917 to 1921. This sys- 
tem includes 2,550 miles, or 6.5 per cent of the total 
road mileage of the State, and connects the county 
seats and principal market centers. When local 
authorities request Federal aid, plans, specifications, 
and estimates will be prepared by and at the cost 
of the State. The work will be done by the counties 
by contract, force acccount, or prison labor, and 
under the inspection and supervision of the State 
highway department. When completed the roads 
will be maintained by the counties under State 
supervision. The cost of construction will be borne 
50 per cent by the counties and 50 per cent by the 
Federal-aid fund. The counties will pay the entire 
cost of maintenance. 

County roads.—All roads in the State including 
the proposed State system are county roads, built 
and maintained under the direction of county 
authorities with county and township funds. How- 
ever, surveys, plans, specifications, and estimates 
may be prepared and construction and maintenance 
may be supervised by the State highway depart- 
ment on request of the local authorities. 








REVENUES. 


State.—Automobile license fees are collected by 
the State highway department. Of the amount col- 
lected, 20 per cent is retained to pay the expenses of 
collection and for the support of the State highway 
department, and 80 per cent is returned to the 
counties from which collected for the construction of 
roads and bridges therein. No supervision over the 
refunds to counties is provided for except on request 
of county authorities. During 1917 there was col- 
lected $113,556, of which $88,630 was refunded to 
the counties and $24,926 was retained by the State. 

County.—Boards may annually levy a 1-mill tax, 
the proceeds to constitute a part of the county-road 
fund. They may also levy a similar tax on property 
in any township on written request of two-thirds of 
the property owners of the township. An addi- 
tional levy of 2 mills may be assessed for two- 
year terms by the county board on any township if 
agreed to by a majority vote of the electors who own 
real and personal property subject to taxation. 
One-half of the taxes derived from the sale or man- 
ufacture of timber is used for the improvement of 
public roads. 

Unless by law exempt, all male persons between 
certain ages, varying from 18 and 21 to 50 and 55, 
are required to work from 2 to 12 days on the public 
roads, or to commute the same in cash at the rate of 
from $1 to $3 per day. The conditions under 
which statute labor is applied vary under the special 
laws applying to the various counties. 

It is estimated that the various counties and 
townships expended about $1,250,000 for road and 
bridge purposes during 1916. 


BONDS. 


There is no general law authorizing the issuance of 
road and bridge bonds. Such bonds when author- 
ized are by special acts of the legislature. It is 
estimated that $460,000 of county and township 
bonds were outstanding on January 1, 1915. Since 
that date approximately $1,675,000 county and 
township bonds have been authorized and sold. 


SOUTH DAKOTA. 


DEVELOPMENT. 


State participation in road work in South Dakota 
is of recent origin, of limited amount, is dependent 
on local initiative, is financed by the proceeds of a 
State-wide tax, and is administered by a State 
highway department. 

State interest in road improvement in South 
Dakota dates from the passage in 1913 of an act 
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creating a State highway commission with super- 
visory and advisory duties and the designation of a 
system of State highways to be constructed under 
State supervision at county expense. 

Road improvement in this State confined 
principally to the construction of bridges and 
culverts, and the grading of earth roads. During 
the years 1915 and 1916 the expenditures by local 
forces for bridge and culvert work exceeded the sum 
expended for road work. 

On January 1, 1917, 750 miles, or 0.8 per cent, of 
the total road mileage were reported as surfaced, 
while on January 1, 1918, 1,500 miles, or 1.5 per 
cent, of the total mileage had been graded and 
. drained. 


is 


Expenditures by local forces during the year 1916 
reached $1,250,000. No State funds were expended 
other than for the support of the State highway 
commission, which was engaged in educational and 
advisory duties. 

Centralized control over road work is now becom- 
ing established in accordance with the terms of the 
legislation enacted in 1917, and road and bridge 
improvement will proceed in accordance with stand- 


ard plans and will be maintained when completed . 


under State supervision. 
Total expenditures during 1917 by all road forces 


reached $2,755,000. 
ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown 
on the diagram. 
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State.—The State highway department is com- 
posed of the governor as chairman, the State engineer 
as secretary, both ex officio members, and a third 
member appointed by the governor. The appointive 
member is required to be an experienced road 
builder having the qualifications of a civil engineer. 
Such other assistants and clerical force as may be 
necessary are employed by the department. 

The department so constituted supervises, con- 
trols, and directs the building of roads and bridges 
to which Federal or State aid is contributed and 
controls to a limited extent the construction or 
repair of local roads. Action in such local cases is 
not taken by the department until complaint has 
been filed against the local officials by five free- 
holders of the county in which the work is in prog- 
The department required whenever a 
county employs a competent road builder for the 
purpose of supervising or controlling road building 
to authorize him to plan, supervise, and control the 
road building in said county. 

County.—The road and bridge affairs are ad- 
ministered by a board composed of three or five 


ress. is 


commissioners elected for terms of four years. 
The county auditor and the county treasurer 
are respectively clerk and fiscal agent of the 
board. 


Counties not organized into townships are divided 
by the board into districts and a road supervisor is 
appointed for each district. The county board may 
employ a suitable person to take charge of the 
county road work, and he may be designated the 
county engineer. 





Township.—Road and bridge affairs in legally 
organized townships are administered by a board of 
three supervisors elected for terms of three years, 
one being elected each year. This board has juris- 
diction over township roads which are generally the 
least important roads of the county. The township 
board may not expend to exceed $125 on a bridge 
or culvert without first securing authorization from 
the county board. Such road forces as may be 
required for township work are employed by the 
township board. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 96,306 miles of public road of South Dakota 
are divided for the purpose of fixing responsibility 
for control, construction, and maintenance into three 
groups, namely, State roads, county roads, and town- 
ship roads. 

State roads.—These comprise approximately 
6,000 miles of public road selected by the county 
boards with the approval of the State highway de- 
partment for improvement under the supervision of 
of the department with Federal or State and local 
funds. Initiative for construction is taken by the 
county board. On approval of the project by the 
department and the designation of the amount to be 
contributed by the county, surveys, plans, specifi- 
cations, and estimates are prepared at the expense 
of the county and submitted to the State highway 
department for approval. Bids are requested by 
the State highway department and the contracts 
may be let or the work may be done by force ac- 
count under the direction of the department. Par- 
tial and final payments are made on order of the 
State highway department. The county’s portion 
of the cost is paid by the county board when ordered 
to do so by the State highway department. Im- 
proved roads of this group are maintained by county 
forces at county expense, subject to the supervision 
and inspection of the State highway department. 

County roads.—In counties not organized into 
townships all roads other than State roads and the 
more important roads in organized townships are 
classed as county roads. They are improved and 
maintained by county forces at county expense. 
The State highway department exercises no super- 
vision over these roads unless requested to do so 
by five or more freeholders of the county. All 
bridges constructed on these roads are required to 
be built in accordance with plans provided by the 
State engineer, or a competent assistant designated 
by him. 

Township roads.—These comprise the minor 
roads of organized townships. They are opened, 
constructed, and maintained at township expense by 


township officials subject to limitations fixed by 
statute. 


REVENUES. 


State.—Revenues for road and bridge purposes 
are obtained from a tax levied at a rate not exceed- 
ing one-tenth of a mill. From the proceeds of this 
tax the legislature appropriated $100,000 for the fis- 
cal year ending June 30, 1918, and $120,000 for the 
fiscal year ending June 30, 1919. These amounts 
are available for payment of the salaries and ex- 
penses of the State highway department and for the 
construction of State roads. Eighty per cent of 
this fund must be expended in the counties in which 
collected if application therefor is made by the county 
board within one year from the date of the tax levy. 

County.—Eighty-five per cent of the motor 
vehicle license fees originating in each county are 
retained in the county motor vehicle road fund, and 
are used for gravelling and dragging the public roads 
outside the limits of cities. The county board may 
levy a 2-mill tax, and when authorized by a ma- 
jority of the electors this tax may be increased to 
5 mills for road and bridge purposes. A poll tax at 
a rate of $1.50 is levied on all male persons between 
the ages of 21 and 50. This tax may be paid in 
cash or a day’s labor may be contributed in lieu 
thereof. 

Township.—tThe electors of each township may 
at the annual town meeting in March appropriate 
such sums as they deem proper for road and bridge 
purposes and fix the tax rates to produce these 
amounts. However, the road tax may not exceed 
50 cents on each $100 of assessed valuation. 


BONDS. 


Sinking-fund bonds may be issued by county - 
boards in amounts not exceeding 5 per cent of the 
total assessed valuation when authorized by three- 
fourths of the electors of the county. Such bonds 
if issued shall become due in not less than 5 nor 
more than 20 years from the date of issue, and they 
may bear interest at rates not exceeding 5 per cent. 

Bonds may be issued by township boards in an 
amount not exceeding 5 per cent of the total assessed 
valuation of the township, and in no case to exceed 
$5,000. Such bonds may bear interest at a rate not 
exceeding 10 per cent, and may not run more than 
20 years. No State, county, or township bonds are 
outstanding in South Dakota. 


TENNESSEE. 


DEVELOPMENT. 


State participation in road and bridge improve- 
ment in Tennessee is of very recent origin, but is of 
State-wide extent. The State highway commission, 
organized in 1915, has supervision of construction 
and maintenance of the State highway system, com- 
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prising about 5 per cent of the total road mileage of 
the State. Little improvement has been done under 
the direction of the State highway commission, due 
to its recent organization and to the limited amount 
of funds placed at its disposal by the State legis- 
lature. However, during 1916, $200,000 of State 
funds and $400,000 of local funds were expended 
under the direction of the commission on the State 
highway system for maintenance, which, in many 
cases, amounted practically to reconstruction. 

Beginning with 1917, a State-wide tax was levied 
on all assessable property in the State, and the pro- 
ceeds thereof, together with Federal funds and auto- 
license revenues, constitute the fund at the disposal 
of the commission for construction and maintenance 
of the State highway system. 

About 20 per cent of the road mileage of the State 
has been hard-surfaced, and a larger percentage of 
the mileage has been graded and drained by and at 
the expense of the various counties of the State. 
During 1916 about $4,000,000 was expended by the 
counties for road and bridge purposes. The State 
highway commission exercises control over projects 
involving the expenditure, either wholly or in part, 
of State funds and may advise county officials under 
certain circumstances relative to the expenditure of 
local funds. 

The total expenditure during 1917 by all road 
forces reached $2,481,000. 

The Legislature of Tennessee has provided many 
road laws applicable to the counties possessing cer- 
tain qualifications, with the result that neither uni- 
form organization nor methods of construction and 
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repair are found in the various counties of the State. 
The State highway commission is engaged in the 
dissemination of information throughout the State 
relative to efficient methods of construction and 
repair by local officials, and improvement in the 
general condition of the roads of the State is to be 
expected. 

The State is divided into three general divisions, 
namely, eastern, middle, and western Tennessee, 
which differ greatly in soil, topography, and amount 
and distribution of road-building materials. There- 
fore, the types of construction vary to a marked 
degree in the various localities, due to the availability 
and cost of road-building material. 


ORGANIZATION. 


The organization of the road forces of the State 
and their relation is shown on the diagram. 

State.—The State highway commission is com- 
posed of six members, three ex officio, namely, the 
governor of the State, the State geologist, and the 
dean of engineering of the University of Tennessee, 
and three members appointed by the governor for 
terms of six years each, resident, respectively, in 
eastern, middle, and western Tennessee. No more 
than two of these appointees may be of the same 
political faith. The commission elects one of its 
members as chairman for a term of two years, and 
appoints a secretary for a like term. The secretary 
is required to be qualified in road building and main- 
tenance. 

The commission is required to hold such meetings 
as may be necessary.for the conduct of the business 
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of the commission; to prepare a highway plan of the 
State showing the system of intercounty highways 
comprising the system of State highways; to estab- 
lish standards for the construction and maintenance 
of highways in the various counties; to designate in 
each county the number of miles of traveled road 
which are deemed of sufficient importance to be clas- 
sified as main traveled roads, and which may be 
entitled to State or Federal aid for their improve- 
ment (additional roads may be added to this 
system by the eommission); to publish at stated 
periods such information and statistics as may have 
been compiled relative to the roads and bridges of 
the State; to advise county or district road officials 
in road and bridge matters brought to their attention; 
and to request information from such officials rela- 
tive to the roads and bridges of their respective dis- 
tricts. The commission is also required to keep on 
file and furnish when requested by county or district 
road officials current prices of bridges, culverts, road 
materials, tools, implements, or machinery. 

All licenses for motor vehicles are issued and the 
fees therefor are collected by the State highway 
commission. 

The secretary is the executive and administrative 
head of the commission and is in charge of the office 
of the commission at Nashville, and his approval is 
required to all contracts and to all checks, vouchers, 
or warrants drawn against funds under the control 
of the highway commission. He is further required 
to assist county and district authorities in making the 
necessary financial arrangements for raising and 
floating bond issues for highway purposes. 

The State highway engineer is required to be a 
civil engineer, experienced in highway construction. 
He is appointed by the State highway commission 
and may be removed for due cause. Such other 
engineering or other expert assistants employed by 
the commission are required before entering upon 
their duties, to pass a satisfactory examination con- 
ducted by a committee composed of the dean of 
engineering of the University of Tennessee, the State 
geologist, and the State highway engineer. The 
State highway engineer is in charge of all work 
where State or Federal funds are involved, and he is 
required to approve all vouchers, claims, and 
accounts paid out of the State highway fund or any 
joint fund where the work is financed in part by 
county or district and State funds. He may be 
requested by county officials to take charge of work 
financed wholly by county funds. He is the tech- 
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nical advisor of the State highway commission and 
is required to furnish advice to county officials on 
matters pertaining to the surveys, construction, and 
maintenance of roads and bridges when requested. 

County organization.—The governing board of 
the county is known as the county court and is com- 
posed of the county judge, and two justices of the 
peace from each district of the county. The pre- 
siding officer, the county judge, of this court may be 
chosen from the members of the court, but in many 
counties he is elected by the people at the general 
biennial election. This court, known as quarterly 
court, is composed of the presiding officer and the 
justices, and meets in January, April, July, and 
October. The chairman, who constitutes another 
division of the court, is required to hold sessions at 
the first of each month, unless otherwise provided 
by legislation, applicable to counties possessing cer- 
tain qualifications. 

The quarterly court at its January term in odd 
years divides the county into road districts, and 
elects a road commissioner for each district for a 
term of two years. Such commissioners are the 
executive officers of the court in all road matters in 
their respective districts, and they may appoint over- 
seers for sections of the road containing not less than 
1 nor more than 5 miles. Certain counties of the 
State favored by legislation have a road commis- 
sioner or a board of road commissioners elected for 
terms varying between two and six years, depending 
upon the county and the legislation applicable. 
Certain counties are authorized to employ engineers 
skilled in road building. Due to the large amount 
of special legislation in force in Tennessee, no uni- 
form organization can be laid down as applicable to 
all counties of the State. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The roads of Tennessee are divided into three 
general classes: 

State highway system.—These comprise the 
roads selected by the State highway commission as 
of sufficient importance to warrant the expenditure 
of State and Federal funds to improve and maintain 
them. Portions of the State highways may be 
improved under the State-aid plan, the State and 
counties providing a joint fund for their construc- 
tion. In such cases, the State provides not less than 
one-fourth of the required amount while the counties 
are responsible for the maintenance of the roads 
when constructed. 

County roads.—These comprise all other public 
roads of the State and are constructed and main- 
tained by county officials with county funds. 

Turnpikes.—These are public roads improved at 
private expense, the owners of the roads receiving 
reimbursement through tolls collected. The turn- 
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pike mileage of Tennessee is decreasing each year, 
and at the present time probably does not exceed 
800 miles. Statutory control and supervision of 
turnpikes is exercised by the road officials of the 
counties in which the roads are located. 

State highways may be improved in two ways, 
either by State and Federal funds, or by State or 
Federal funds in conjunction with local funds. The 
State highway commission has not definitely out- 
lined its policy, but it is believed that the latter 
method will be almost universally followed. Under 
this plan the State highway commission and the 
local officials agree upon a road or section of road to 
be improved and joint funds are provided. The 
State is required to provide not less than one-fourth 
of the total cost of the work. All surveys for loca- 
tion and construction and supervision during con- 
struction are under the control of the State highway 
commission. When completed such roads are main- 
tained by the county with county funds under State 
supervision. The State highway commission, how- 
ever, has the right to take over the maintenance of 
sich roads and any additional roads comprising the 
Siate highway system, if sufficient State funds are 
available for the maintenance thereof. 

All construction dependent in whole or in part on 
Federal or State funds is under the complete control 
of the State highway department. Such work may 
be executed by State convicts, with approval of the 
Tennessee board of control, county or workhouse 
prisoners, by force account, or by contract. Con- 
tracts are let by the State highway commission and 


%*% COUNTIES ORGANIZED IN ONE OF THE WAYS INDICATED 


the State highway engineer assumes charge of the 
work and details a competent assistant to personally 
supervise it. 

The State highways constructed with Federal or 
State funds are maintained by the State highway 
commission with State funds. The State highways 
constructed under the State-aid plan are maintained 
by the county with local funds, subject, however, to 
supervision and inspection by the State highway 
commission. Maintenance may be executed by con- 
tract, by force account, or by patrolmen. The patrol 
system has given satisfaction where adopted, and it 
is estimated that this system is in force in about 40 
of the 96 counties. Detailed reports of the operation 
of the patrol system are furnished by the counties 
to the State highway commission at stated intervals. 
While county roads are constructed and maintained 
by county officials with county funds, State authori- 
ties may tender advice when requested to do so by 
the local officials. 


REVENUES. 


State.—The State highway commission is sup- 
ported by funds obtained from 10 per cent of the 
gross revenues of the auto-license fund. The gross 
receipts from this source will amount to approxi- 
mately $400,000 for the year 1918. 

A State-wide tax of 1 mill on each dollar of valu- 
ation of all taxable property in the State is collected 
and constitutes the State-aid fund. This tax will 
yield approximately $700,000 in 1918. This fund is 
applied to the construction and maintenance of 
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State highways and during the period 1917 to 1921 
must be so distributed that each county of the State 
shall have received at least $25,000 during the period. 

Ninety per cent of the revenues from auto licenses 
are distributed among the counties in the ratio in 
which collected. This fund is expended by the 
county under supervision of the State highway com- 
mission for maintenance of State highways. 

Local revenues.—Counties levy a tax on prop- 
erty and privileges for road purposes. The tax on 
property varies between 5 and 25 cents on a hundred- 
dollar valuation, a portion of which may be worked 
out. The tax on privileges shall not be less than 
one-fourth of the amount assessed for county pur- 
poses and not exceeding two-thirds of the amount 
of this tax may be paid in labor of the interested 
party at the prevailing wage. A labor tax of not less 
than 5 or more than 10 days of labor on the road is 
levied on each able-bodied male inhabitant between 
the ages of 21 and 50, and who is not exempt by law. 
This tax may be commuted at 75 cents to $1.25 per 
day. Counties may levy an additional tax for 
bridge purposes at a rate nor to exceed 20 cents on 
a hundred dollars. A few counties levy a turnpike 
tax of 10 cents on a hundred dollars. In a few coun- 
ties of the State, a poll tax varying from $2 to $4, 
payable in cash, is levied instead of the labor tax 
above referred to. By special legislative authority 
some counties may require owners of wagons and 
teams to work them on the public roads the same 
number of days that statute labor is required. 


BONDS. 


Bonds may be issued by counties for road pur- 
poses for a period not exceeding 40 years and at a 
rate of interest not to exceed 6 per cent. The total 
of the bonds issued may not exceed 10 per cent of 
the total assessed valuation of the county, provided, 
however, that by a two-thirds vote of the legal voters, 
this amount may be increased to 15 per cent. The 
total county bonds outstanding on January 1, 1915, 
amounted to approximately $6,900,000. No State- 
road bonds have been issued. 


TEXAS. 
DEVELOPMENT. 


State participation in road improvement in Texas 
is in its initial stage, authority therefor having been 
granted by the legislature in 1917, consists of money 
aid allotted to assist the counties in constructing a 
system of State highways, and is administered by a 
State highway department. 

The system of State highways comprises 12,620 
miles, or 9.8 per cent of the total State mileage, 
selected by the State highway engineer for improve- 


ment with Federal, State, and local funds. How- 





ever, State aid may not be extended to more than 
10 miles of road in a county during any one year. 

On January 1, 1917, 12,000 miles, or 9.3 per cent, 
of the total road mileage were reported as surfaced. 
As this work was done by and at the expense of the 
counties, the improvements as a rule were located 
to serve local needs rather than to form connecting 
links in a State-wide system. The post road extend- 
ing from Austin, the State capital, to San Antonio, 
a distance of about 70 miles, was constructed with 
local and Federal funds in accordance with the terms 
of the post-road act of August 4, 1912, and is the 
longest stretch of improved road in the State. 

During the year 1916, $10,500,000 was raised and 
expended by local officials for road and bridge 
purposes. 

During the year 1917, $10,010,000 was expended 
by all officials for road and bridge purposes. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown on 
the accompanying diagram. 

State.—At the head of the State highway de- 
partment is the State highway commission, com- 
posed of three citizens appointed by the governor, 
with the consent of the senate, for a period of two 
years, the entire personnel changing at the end of 
each period. The commission is empowered with 
the administration of the State-aid law to formulate 
plans and policies for the location, construction, and 
maintenance of a comprehensive system of State 
highways and public roads in cooperation with the 
counties of the State, to establish rules for the con- 
duct of the department, to advise with local officials 
relative to the improvement of county roads, to 
elect a State highway engineer, and collect and 
apportion the funds available from the registration 
and regulation of motor vehicles. The commission 
has appointed a secretary to administer the regis- 
tration of motor vehicles and has provided him with 
the necessary clerks. 

The State highway engineer is supported by a 
staff of engineers and appoints division engineers for 
each of the six districts into which the State has 
been divided. When convenient and expedient, 
county engineers will be appointed to these positions 
besides retaining their connections with their home 
county. 

County.—Authority over road and bridge affairs 
is vested in a commissioners’ court, created in each 
county by the election of a county judge and one 
commissioner elected for a term of two years each 
from each of the four districts of a county. The 
court May appoint a county engineer or road super- 
intendent for the county or for each of the districts. 
Such officials are responsible for the administration of 
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the road program in the county or district. The 
county is required also to collect the fines for the 
violation of the motor-vehicle regulations and to 
enforce, after 1920, a wide-tire law, which prohibits 
carrying more than 2,000 pounds on a tire rim less 
than 34% inches in width. 

The commissioners’ court is required to divide the 
county into convenient road precincts and appoint 
road overseers and apportion the road hands for 
each precinct. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 128,960 miles of public road in Texas are, for 
the purpose of fixing responsibility for control, con- 
struction, and maintenance, divided into two groups, 
viz, State highways and county roads. 

State highways.—These comprise 12,620 miles 
selected by the State highway engineer for improve- 
ment with Federal, State, and local funds. Initi- 
ative for construction is taken by the county court 
which makes application to the State highway engi- 
neer for Federal or State assistance. On approval of 
the project by the State highway engineer, plans, 
specifications, and estimates of cost are prepared 
under the direction of the county court and sub- 
mitted to the State highway engineer for his ap- 
proval. State or Federal funds are then provided in 
the ratio of one-fourth or under certain conditions up 
to one-half of the estimated total cost. The work 
may be executed by State prisoners under terms 
agreed to by the State highway commission and 
State prison commission and with the approval of 


the governor, or the work may be let to contract by 
the county board and supervised during construction 
by the county engineer or by a representative of the 
State highway department detailed at county ex- 
pense. The work during progress is subject to in- 
spection by the State highway department, and when 
the road has been completed and accepted by the 
State highway engineer the State’s allotment is paid 
to the county. Payments during the progress of 
construction are made by the county court from the 
county funds. 

Maintenance is executed by the counties in accord- 
ance with the rules and regulations issued by the 
State highway engineer. Failure to execute main- 
tenance to the satisfaction of the State highway de- 
partment results in withholding future allotments to 
the county. 

County roads.—These comprise all other public 
roads of the State. They are improved and main- 
tained by county officials at county expense. County 
prisoners may be utilized in the construction or 
maintenance of these roads, if so ordered by the 
county court. The various county courts of the 
State are required to consult with the State highway 
department relative to the expenditure of the pro- 
ceeds of local bond issues when provided for roads of 
this group. 

REVENUES. 


State.—Funds are obtained from the retention 
of one-half of the net receipts obtained from the 
registration and licensing of motor vehicles. This 
fund for one-half of the calendar year 1917 amounted 
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to about $400,000 and was allotted to the various 
counties to aid in the construction of State highways. 
During 1918 it approximated $1,000,000. The State 
generally contributes one-fourth of the cost, but may 
contribute to the counties of low assessed valuation 
one-half of the cost. These allotments are condi- 
tioned on the county providing, in addition thereto, 
an amount specified by the State highway com- 
mission. 

County.—F unds for road and bridge purposes are 
secured by the imposition of a tax at the rate of 15 
cents on each $100 of assessed valuation, and when 
authorized by a majority of freeholders of the county 
a special tax may be levied at the same rate. One- 
half of the net receipts from the registration and 
license of motor vehicles is returned to the county, 
in the ratio in which collected, for use in the mainte- 
nance of State highways. 

Statute labor is required of all male inhabitants 
between the ages of 21 and 45 years for a period of 
five days each year, or in lieu thereof a cash payment 
of $1 per day for each day of labor so required. 


BONDS. 


Sinking-fund bonds, in amounts not exceeding 25 
per cent of the assessed-valuation of the county or 
district, of terms not exceeding 40 years, may be 
issued by counties or districts when authorized by 
two-thirds of the taxpayers affected. On January 1, 
1915, there was outstanding $14,615,016.53 of county 
bonds issued for road and bridge purposes. These 
bonds bore interest at rates of 5, 54, and 6 per cent. 


UTAH. 


DEVELOPMENT. 


State participation in highway construction and 
maintenance in Utah is of recent origin, a State road 
commission having been established in 1909 with 
power to select a State road system and to have 
charge of all funds appropriated by the State or the 
counties in the construction of this system. The 
State laws have been revised and amended from 
time to time until at present Utah is provided with 
a State road commission possessing broad powers 
over construction and maintenance of projects in- 
volving the use of State funds. 

Seventeen per cent of the total public road mileage 
of the State has been hard surfaced and about 37 per 
cent of the total mileage has been graded and drained, 
principally under the State aid plan. 


| THRIFT IS POWER | 








For the years 1918 and 1919 and each succeeding 
year thereafter an appropriation of $100,800 has been 
provided by the State for construction and mainte- 
nance of State and State-aid roads. A bond issue 
of $2,000,000 was authorized by the legislature of 
1917 and the proceeds of this issue are to be devoted 
to road and bridge building purposes. 

The total cash expenditure from all sources, State 
and local, for road purposes, for the year 1917, 
amounted to approximately $1,893,129. Of this 
total $120,200 of State funds and $822,929.44 of local 
funds were expended by or under supervision of the 
State highway department. State supervision thus 
extended to 48.3 per cent of all expenditures for road 
and bridge purposes. 


ORGANIZATION. 


The organization of the highway forces of the 
State and the relations existing between them are 
shown on the chart. 

State.—The State road commission is composed 
of the following ex officio members: Governor of the 
State, who is chairman of the commission; secretary 
of state, who is vice chairman; State engineer, at- 
torney general, and State auditor, who serve without 
additional compensation. 

The commission selects the system of State roads; 
has charge of the construction and maintenance of 
such roads; employs such engineer and clerical force 
as may be necessary; serves in an advisory capacity 
to county road and bridge officials and furnishes 
them on request plans and specifications and esti- 
mates of cost of roads, bridges, and culverts; and is 
required to prepare and issue a manual of road 
building and maintenance for the information and 
guidance of local officials in charge of such work. 

The State road engineer appointed by the com- 
mission is assisted by a bridge engineer, an office 
engineer, several assistant and field engineers; also 
an office force of clerks, stenographers, etc. 
He is the executive officer of the commission and has 
active charge of all construction and maintenance 
of State roads. The State road commission appoints 
for each county an official, termed a ‘‘State road 
agent,’ who reports to the State road engineer. The 
county road commissioner is sometimes appointed 
State road agent, as he usually has the confidence of 
the county officials and is required to have a prac- 
tical knowledge of road building. This official may 
act as inspector in charge of work let by contract 
to which State funds are contributed. 

County.—County administration in Utah is 
vested in a board of county commissioners com 
posed of three members elected for a term of two or 
four years. The board appoints a county road 
commissioner who assumes charge of the local road: 
of the county and employs and directs such help as 
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may be necessary to perform his duties, collects poll 
taxes due, and renders a report to the county board 
at the close of the year covering his operations. He 
also prepares plans, specifications, and estimates for 
road construction financed by county funds. Con- 
tracts for work of this nature are let by the county 
board. The county road commissioner, when desig- 
nated ‘‘road agent’’ by the State road commission 
is considered the representative of the State road 
engineer and may assist in the construction and 
supervision of State roads. 


CLASSIFICATION, CONTROL AND PROCEDURE. 


The 8,810 miles of road of Utah are divided, for 
the purpose of fixing responsibility for control, con- 
struction, and maintenance, into three groups, 
namely, State roads, county roads, and trails. 

State roads.—These, comprising a mileage of 
5,660, are those roads designated by the State road 
commission and the county boards of commissioners. 
They are built under the direction of the State road 
commission with State and local funds. 

The State road commission is required to notify 
cach board of county commissioners on or before 
July 1 of each year of its intention to engage in 
State road construction in that county; to specify 
the amount of State funds available for the work, 
together with a general outline of the proposed 
work and a statement of the amount required to be 
appropriated from local funds by the county board. 

Within 30 days from the date of the notice, the 
county commissioners are required to notify the 
State road commission of the amount appropriated 


or to be appropriated by the county for the purpose 
specified in the notice from the State road commis- 
sion. This act constitutes the State road commission 
as agent of the county in all transactions connected 
with the construction of the proposed improvement 
and maintenance thereafter. In case of noncom- 
pliance by the county with the terms of the State 
road commission, the funds allotted to the county 
are held for the next yearly allotment among the 
various counties complying with the orders of the 
commission. 

The State road engineer then prepares plans, 
specifications, and estimates of cost of the proposed 
improvement. The work may be done by force ac- 
count under supervision of the State road engineer, 
or let by contract, in the discretion of the State road 
commission. When by contract, the State road 
commission, after due publicity prescribed by State 
law, awards contract to the lowest responsible bidder. 
The State road engineer designates a suitable repre- 
sentative or inspector to take charge of and supervise 
the work during its progress. 

In making settlement for contract work, monthly 
estimates of work completed are prepared by the 
representative of the State road engineer and when 
approved by the State road engineer and State road 
commission are forwarded. to the State auditor, who 
draws a warrant on the State treasurer. Payment 
of the final estimate is made in a similar manner, 
after the completed work has been accepted by or 
in the name of the State road engineer. 

In the case of State road work, where conditions 
are satisfactory to the State road commission, con- 








victs from the State penitentiary may, with the con- 
sent and under the rules and regulations of the 
State board of correction, be used to execute the 
work. All expense of this force, other than that for 
food, clothing, and bedding, is paid from the fund 
provided for the improvement. Completed State 
roads of all types are maintained by the State road 
commission, with joint funds—State funds being 
contributed in the same proportion as for construc- 
tion. 

County highways.—These comprise all of the 
roads in the county recognized by the county board 
as public roads and which are not included in the pre- 
ceding system. They are opened, constructed, and 
maintained by the county board with county funds. 

Trails.—Roads little traveled and not officially 
recognized by county boards as public roads are 
known as trails. No official provision is made for 
their repair or maintenance. 





REVENUES. 


State.—An annual appropriation of $100,800 has 
been provided by the State legislature for the sup- 
port of the State road commission and for equal 
allotment to all counties. A $2,000,000 State bona 
issue has been authorized and the proceeds will be 
expended under the direction of the State road com- 
mission. The net receipts from the registration of 
automobiles, amounting to $170,707 in 1917, are 
used for the payment of interest on State bonds 
The balance, if any, is placed to the credit of the 
State road fund. 

Each county auditor is required to certify to the 
State road commission, on or before October 1 of 
each year, data as follows: (a) The assessed valua- 
tion of the county; (b) the State road levy in mills; 
(c) the estimated amount of taxes to be derived 
from such. levy. 

Each county treasurer is required to certify to 
the State road commission on or before December 1 
of each year the amount of money collected for 
State road purposes and the amount of delinquent 
taxes. On or before July 1 following each treasurer 
is required to certify to the State road commission 
the amount of delinquent highway taxes collected. 
From the data contained in these reports, the State 
road commission makes an equal allotment of funds 
provided by legislative authority among the 29 
counties of the State. Counties accepting the allot- 
ments are required to provide an appropriation 











equal to one-fourth, one-half, or all of the full 
amount of the State allotment. Counties having 
assessed valuation of less than $2,000,000 provide 
one-fourth. Counties having assessed valuation 
between $2,000,000 and $4,000,000 provide one-half. 
Counties having an assessed valuation of $4,000,000 
or more provide an amount equal to the State 
allotment. 

County revenues.—The counties are authorized 
to levy a special road tax to provide funds for the 
construction of State roads. This tax rate is fixed 
by the State road commission and may not exceed 
5 mills on the dollar valuation. Special taxes in 
cities, the proceeds of which are applied to the 
improvement of roads, are levied in counties receiv- 
ing State aid when the regular 5 mills tax does not 
provide sufficient funds. Every able-bodied male 
citizen, between the ages of 21 and 50 years, not 
exempted by law, is required to pay a poll tax 
of $2. 

BONDS. 


State bonds to the amount of $2,000,000 were 
authorized in 1917. These bonds bear interest at 
the rate of 44 per cent, are to be retired in 20 years, 
at the rate of $100,000 per year. The motor-vehicle 
license fee provides the fund for payment of prin- 
cipal and interest of this issue. 

County bonds may be issued in an amount not to 
exceed 4 per cent of the total taxable valuation of the 
county, when the county board is authorized by a 
majority of the voters of the county. Such bonds 
are limited to a term of 20 years, and may not bear 
to exceed 5 per cent interest. On January 1, 1915, 
there was outstanding $281,500 of county bonds. 


VERMONT. 


DEVELOPMENT. 


State participation in road improvement in Ver- 
mont is of State-wide scope, and has been extended 
since 1892. It consists of money aid to a system of 
State highways and main market roads, free techni- 
cal advice and service to local road and bridge 
work, and is administered through and by a State 
highway commissioner. 

State participation in its initial stage consisted in 
the levying of a uniform State-wide tax at a rate of 
one-half mill on each dollar of valuation and reap- 
portioned among the various towns of the State in 
the ratio that road mileage of each town bore to the 
total road mileage of the State. While much benefit 
was secured from this form of taxation to road 
improvement which tended to assist the poorer 
towns at the expense of those more able to bear the 
financial burden, the lack of skilled supervision over 
road matters was apparent. To remedy this condi- 
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tion, the office of State highway commissioner was 
created by the legislature in 1898. 

The powers and duties of the commissioner have 
been extended from the educational and advisory 
duties required in 1898 until he now has a con- 
siderable advisory control on bridges of 4 to 30 foot 
span constructed on State roads and receiving State 
aid, and quite complete control of such work of 
improvement over the maintenance of State roads 
as is done under State supervision. The system of 
State roads locally improved by each town com- 
prises 28 per cent of the total road mileage of the 
State. 

A total of 2,032.52 miles, or 13.4 per cent, of the 
total road mileage of the State has been improved 
since 1892, although some unknown portion of the 
mileage of the earlier years was undoubtedly not 
permanent improvement. Since 1907, 1,734.22 
miles have been permanently improved. This in- 
cludes the mileage in cities and villages as well as 
towns coming uader State supervision. During the 
year 1916 $519,449.26 of State funds and $357,650.95 
of local funds were expended by or under the super- 
vision of the State highway commissioner. These 
‘igures do not cover expense of supervision or ad- 
ininistration. The total estimated expenditures by 
ll forces of the State for road and bridge purposes 
during that period reached $1,607,800. The State 
highway commissioner thus exercised supervision 
over about 54.5 per cent of all road and bridge 
expenditures in the State. 

During 1917 $1,680,000 was expended by all road 
officials of the State. 


| LABORERS ] 


ORGANIZATION. 

The organization of the road forces of the State 
and the relation existing between them is shown on 
the chart given herewith. 

State.—At the head of the State highway de- 
partment and in control of the construction of State 
roads done with State money or under the super- 
vision of the State is the State highway commis- 
sioner, appointed by the governor with the advice 
and consent of the Senate for a term of two years. 
The commissioner is assisted in the discharge of his 
duties by an adequate clerical force and by district 
highway commissioners. The district commissioners 
represent the State commissioner in their several 
towns, locate the work, see that suitable plans and 
surveys are made, and supervise the work. 

County.—The counties ot Vermont do not initiate 
improvements or expend funds on road and bridge 
work. However, a county board of three commis- 
sioners appointed by the county court has power to 
make or cause to be made necessary road or bridge 
repairs when the town officials have neglected or 
refused to make such repairs. The county commis- 
sioners act on petition of three or more citizens or 
taxpayers who have first invited the attention of the 
town officials to the necessity of making these 
repairs, and who then turn to the county board for 
relief. The expense of such repairs is borne by the 
town concerned. 

Town.—Each town is governed by a board of 
selectmen elected annually by the qualified voters. 
The board has charge of and control over local road 
affairs and effects administration through one or two 
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road commissioners who may be appointed by the 
board or who may be elected at the annual town 
meeting. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 15,111 miles of public roads in Vermont have 
been divided for the purpose of fixing responsibility 
for construction and maintenance into two groups, 
namely, State roads and town roads. 

State roads.—These comprise about 4,300 miles 
of road designated by the boards of selectmen of the 
various towns with the approval of the State highway 
commissioner. Such roads are improved either with 
State or State and local. Funds, but are generally 
improved with joint funds. The initiative in new con- 
struction is taken by the town board which provides 
the necessary funds to secure an allotment of State 
funds. On approval of the project by the commis- 
sioner, surveys, plans, specifications, and estimates 
of cost are made under his direction and bear his ap- 
proval. They are then forwarded to the town board, 
which is authorized by the commissioner to con- 
struct the work either by force account under super- 
vision of the district highway commissioner or by 
contract let after due publicity. If done by con- 
tract, supervision during the progress of the work is 
exercised generally by the district highway com- 
missioner or by an engineer inspector detailed thereto 
by the State highway commissioner. 

Monthly payments, covering 85 per cent of the 
completed work as evidenced by the estimate pre- 
pared by the engineer in charge or the superintendent 
of the work, are ordered by the board of selectmen, 
and are paid by the town treasurer. Final payment 
for the completed work is ordered by the board of 
selectmen after the completed work has been ac- 
cepted by the State highway commissioner or his 
authorized representative. Payment of the State’s 
portion of the cost is then made to the town treasurer 
or by the State treasurer on a warrant of the State 
auditor, issued by him on certificate of completion 
made by the State highway commissioner. 

Roads constructed in accordance with the above 
procedure and roads previously constructed by the 
town which are in a condition acceptable to the State 
highway commissioner, are maintained by patrolmen 
employed by the State under supervision of the dis- 
trict highway commissioner in accordance with regu- 
lations and rules issued by the State highway com- 
missioner, at the joint expense of the State and towns. 

Town roads.—All other roads of the State are town 
roads. They are maintained by and at the expense 
of the town, provided that a town may secure at the 
expense of the State the services of an engineer to 
make surveys, plans, specifications, and estimates 
of cost and to supervise the construction of any 
bridge of 4-foot span or over. Bridges of 30-foot 





span or over constructed in accordance with the 
above conditions may, at the discretion of the State 
highway commissioner, receive an allotment of State 
funds to the extent of 334 per cent of the cost, pro- 
vided, however, that the allotment may not exceed 
$400. 

REVENUES. 


State.—The funds at the disposal of the State 
highway commissioner are obtained and allotted as 
follows: 

1. An appropriation by the legislature of $260,000 
per annum which is allotted in amounts not less than 
$100 nor more than $1,000 to towns providing an 
equal amount, the combined fund to be expended 
on State roads, and the remainder of the appropria- 
tion is expended at the discretion of the commis- 
sioner under such arrangements as he may make 
with the towns benefiting by the improvement. 

2. Receipts from the registration of motor vehicles 
are used for the maintenance of State roads. It 
is estimated that this fund will produce about 
“ 032 in 1917. 

. An appropriation of $25,000 for State aid to 
beidies construction. 

Towns.—Funds are obtained in part from the 
imposition of a State-wide tax of one-half mill on 
each dollar of valuation which produces annually 
about $125,000, and which is reapportioned among 
the towns in the ratio that their road mileage bears 
to the total road mileage of the State. Additional 
funds for town roads are provided by majority vote 
at the annual town meeting. The sum so author- 
ized for road and bridge purposes is raised by taxa- 
tion as a part of the general town fund and is ex- 
pended by order of the town board of selectmen. 

State or town bonds have not been issued in any 
appreciable amount in Vermont for road and bridge 
purposes. 


VIRGINIA. 


DEVELOPMENT. 


State participation in public road improvement, 
as a State policy, dates from 1906, consists of money 
aid and convict labor applied to a system of State 
highways and to a system of principal roads selected 
by the various counties, and is administered by a 
State highway commission. 

Turnpike construction was instituted in Virginia 
as early as 1785, and during the 50 years following a 
considerable mileage of road of this type was con- 
structed, in which the State and various counties 


owned stock. With the rise of the railways as a 
transportation agency many of these roads began to 
be unremunerative and were allowed to deteriorate, 
and finally became public roads under the control 
of the public officials. 
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With the decrease of State and county interest in 
turnpike construction and operation, control of the 
greater portion of the road mileage of the State 
passed into the hands of county and district officials 
who, for a period of 50 years or more, were handi- 
capped by inadequate funds and lack of technical 
knowledge of the principles of construction and 
maintenance of durable roadways. To remedy this 
condition the general assembly, in 1906, authorized 
the use of State convicts on highway work and also 
authorized the organization of a State highway com- 
mission with supervisory and advisory duties. This 
assistance was supplemented in 1909 by the grant of 
money aid to counties not receiving convict labor and 
the policy was further strengthened in 1918 by the 
selection of a State-wide system of State highways, 
to be constructed and maintained at State expense. 

\t the close of the year 1916, 5,500 miles, or 10.3 
per cent of the total road mileage of the State had 
been surfaced. Of this total, 4,463 miles had been 
improved by means of State-aid combined with 
local funds. 

‘he expenditures for road and bridge purposes 
during 1916 by all forces of the State were as follows: 
State funds to the amount of $542,524, and local 
funds to the amount of $1,348,725 were expended 
by or under the supervision of the State highway 
commission, while $1,364,825 were expended by 
local authorities. Thus, the State contributed 16.6 
per cent and exercised supervision over 58 per cent 
of the total expenditures. During 1917 $4,137,000 
was expended for road and bridge purposes by all 
road officials. 
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ORGANIZATION. 


The organization of the road forces of the Com- 
monwealth and the relation existing between them 
is shown on the accompanying diagram. 

State.—Control and supervision over road con- 
struction and maintenance is vested in a State high- 
way commission, composed of the State highway 
commissioner and a professor of civil engineering 
from each of the following institutions: The Univer- 
sity of Virginia, the Virginia Military Institute, and 
the Virginia Agricultural and Mechanical College. 

The State highway commissioner, appointed by 
the governor for a term of six years, is required to be 
a competent civil engineer and a resident of the 


State. He is executive official of the highway de- 
partment, and through a force of assistants consist- 


ing of an assistant commissioner, second assistant 
commissioner in charge of accounts, bridge engineer, 
two district engineers, four division engineers, and 
such other assistants as may be required, has charge 
of or supervision over all work to which Federal or 
State funds or State convict labor is contributed. 
The department has full supervision over construc- 
tion and maintenance of the State highway system, 
‘and general supervision over the main traveled roads 
of the State, and may make recommendation to the 
local authorities having jurisdiction or to the gov- 
ernor of the State with regard to their condition and 
as to means for their improvement. 

The State highway commissioner may detail com- 
petent assistants to counties at county expense to 
take charge of new construction, instituted with the 





proceeds of bond issues, or he may make such detail 
whenever requested by the county officials. 

County.—Road affairs in each county are ad- 
ministered by a board of supervisors, one being 
elected from each district in the county. The num- 
ber of districts in the county may vary from three 
to nine. Each elective supervisor has supervisory 
charge of the road and bridge affairs in the district 
represented by him. General administration of road 
improvement or maintenance of county roads is 
vested in an official termed a ‘‘county superintend- 
ent,” or ‘‘district superintendent.’ Such officials 
are appointed by the county board, generally on 
recommendation of the State highway commissioner. 
County engineers may be employed by the county 
board if deemed necessary. 

Of the 100 counties in Virginia many enjoy the 
benefits of special road legislation. Therefore, the 
organization and powers of the county road forces 
are not uniform throughout the State. The board 
of supervisors of most counties may adopt for their 
county any special road act applicable to any other 
county in the State. However, a few counties are 
prohibited by State law from carrying out this pro- 
cedure. 

District.—Counties are usually divided into 
magisterial districts, and road matters therein are 
administered by a board composed of the super- 
visors, district stiperintendent, who is usually a 
deputy county superintendent, and 
member. 
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CLASSIFICATION, CONTROL, AND PROCEDURE. 


The public roads of Virginia, with a total mileage 
of 53,388, are divided for the purpose of fixing re- 
sponsibility for control, construction, and mainte- 
nance into three groups, namely, State highways, 
State-aid roads, and county roads. 

State highways.—These comprise 28 routes with 
a total mileage of 3,500 selected by the general 
assembly for improvement with Federal funds, State 
funds, State convict labor, and local funds. All stage : 
of construction and maintenance are under the super- 
vision of the State highway commissioner. Mainte- 
nance is executed by the State highway commis- 
sioner at State expense. 

The 4,463 miles of main traveled road improved 
prior to 1918 at State and local expense are now 
included either in the State highway system selected 
by the general assembly or in the system of main 
traveled county roads selected in each county by the 
county board subject to the approval of the State 
highway commissioner for improvement at joint ex- 
pense. 

State aid.—Unimproved roads selected in the 
above manner may be improved in accordance with 
the following statutory requirements: The sum of 
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$300,000 per annum provided by the general assembly 
for State aid is apportioned to the counties of the State 
not receiving convict-labor aid, the rate of apportion- 
ment being in proportion to the amount of State tax 
paid by each county participating. Convict labor 
is apportioned among the various counties in the 
order of their application; provided, however, a 
county may not secure such service for a longer 
period than five years if other counties desiring such 
services are unsupplied. 

Plans, specifications, estimates of cost, etc., for 
work of this class are prepared by or under the super- 
vision of the State highway commissioner, and are 
submitted to the county board for inspection and 
approval. Upon acceptance by the board bids, if 
the work is to be let by contract, are requested by 
the State highway commissioner, and contracts 
therefor are let by the board with his approval. 

Supervision and inspection during the progress of 
the work is exercised by an assistant engineer de- 
tailed by the State highway commissioner, the ex- 
pense of the engineer being met by a special fund 
composed of not to exceed 5 per cent of the joint 
fund available for the work. 

Monthly payments covering 90 per cent of the 
completed work, as evidenced by the estimate of the 
engineer in charge, are made by county officials, 
the State’s portion of the cost being transferred to 
the county treasury by order of the State- highway 
commissioner whenever such funds are needed. Ten 
per cent of the contract price is retained until the 
work has been completed, accepted, and undergon: 
90 days’ actual use. 

The county authorities may determine what pro 
portion of the local share of the cost shall be born: 
by the district or districts of the county benefiting 
from the improvement. Completed roads of this 
group are maintained by the counties at county 
expense, although the State highway commission 
may, and in a few instances has, allotted State funds 
for this purpose. 

County roads.—These comprise all other roads of 
the State. They are opened, controlled, constructed, 
and maintained by county or district boards with loca! 
funds. When the county roads are improved with the 
proceeds of bond issues, the work is required to be done 
in accordance with plans and specifications furnished 
by the State highway commissioner and under the 
immediate supervision of an engineer approved by 
or detailed to the county by the State highway 
commissioner. 

REVENUES. 


State.—State funds for road improvement pur- 
poses are provided by the general assembly as fol- 
lows: For the fiscal year beginning September |, 
1918, $425,000 has been appropriated for the State 
For the same period $200,000 
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has been appropriated for the support of the con- 
vict road force, $300,000 has been appropriated for 
aid to county highways, and $39,000 as the State’s 
highway contingent fund for the support of the 


State highway department. In addition thereto 
the net proceeds of the motor vehicle license fund, 
estimated at $475,000, are placed at the disposal of 
the State highway commission for highway purposes. 
The latter fund may be used for the maintenance of 
the State highway system or allotted to the various 
counties of the State for construction purposes 
under the State-aid plan or for the maintenance of 
State-aid roads already constructed. Thus for the 
calendar year 1918 a total of $1,439,000 has been 
made available for State participation in highway 
improvement. The general assembly has also pro- 
vided a State tax of 3 cents on each $100 valuation 
and it was estimated that about $375,000 raised by 
this means would be available for expenditure on 
January 1, 1919. 

County.— Road funds are secured from a general 
tax levied at a rate of not to exceed 40 cents on each 
$100 assessed valuation. District funds are secured 
from a general tax levied at similar rates, provided, 
however, that when the combined proposed county 
and district tax 15 on $100 
assessed valuation, the proposal must be decided by 
a majority of the districts concerned. 
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BONDS. 


Bonds may be issued for road construction pur- 
poses by counties or by districts when authorized 
by a majority of the voters concerned in an amount 
not exceeding 10 per cent of assessed valuation of 
the county or district. Such bonds when issued 
may not run to exceed 34 years at rates of interest 
not exceeding 6 per cent. While the bonds are of 
the sinking-fund type the county or district has the 
right to redeem the bonds on call therefor. Coun- 
ties having a population of 300 or more persons per 
square mile of area may issue bonds in an amount 
not exceeding 18 per cent of the total taxable 
valuation of the county. On January 1, 1915, 
$5,650,994.93 of county and district and 
bridge bonds were outstanding. 


WASHINGTON. 


DEVELOPMENT. 


road 


State interest in and assistance to road and bridge 
improvement in Washington has become a fixed 
State policy and is applied to a State-wide system 
of roads designated by the legislature and to local 
roads of importance selected, with the approval of 
the State highway board, by local officials. 

State-aid was extended in territorial days by the 
appropriation by the legislature of special funds for 
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the construction of certain roads under the super- 
vision of local commissioners named in a special 
act of the legislature. The counties benefiting were 
required to provide funds equal to 50 per cent of the 
amount thus appropriated. This practice was con- 
tinued for several years after statehood was accom- 


plished, but was finally abandoned. In 1905 the 
offices of the State highway commissioner and the 


State highway board were created to supervise the 
expenditure of a fund provided for State aid in the 


constructing of 12 designated State roads. 

A State-aid law providing for State assistance to 
local roads of importance was enacted in 1907, and 
funds were provided for carrying its provisions into 
effect. However, in 1911 this law was repealed and 
the “permanent highway law’’ was enacted to 
provide a more equitable manner of apportioning 
State aid. State aid has been extended by means of 
special legislation to the construction of bridges of 
more than local importance in communities unable 
to bear the total financial burden imposed by such 
improvements. 

From time to time the system of State roads has 
been extended until this system now comprises 3,365 
miles, of which on January 1, 1917, 951 miles, or 
28} per cent, had been surfaced. On the same date 
894 miles had been surfaced under the terms of the 
‘‘permanent highway act.’ Of the 42,428 miles of 
public road in Washington 5,900, or 13.9 per cent, 
were reported as surfaced on the date above quoted. 

Expenditures for road and bridge purposes during 
the year 1916 reached a total of $7,518,343, of whieh 
$859,672 were State funds and> $2,104,340 were local 
funds expended by or under the supervision of the 
State highway board. The State thus contributed 
about 114 per cent and supervised the expenditure 
of about 39 per cent of the total. 

During 1917 a total of $7,116,000 was expended 
by all road officials of the State. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown on 
the diagram. 

State.—At the head of the State highway depart- 
ment is a State highway board composed of the gov- 
ernor as chairman, the State auditor, the State treas- 
urer, a member of the public service commission, 
and the State highway commissioner, who is appoint- 
ed by the governor, and who serves as secretary of 
the board and is executive official of the State high- 
way department. 

The assistant highway commissioner, appointed 
by the commissioner, with the approval of the board, 
has general charge of the clerical department, right 
of way department, and administrative charge of 
the engineering department. 





The chief engineer, in charge of the engineering 
department, is appointed by the commissioner. 
Other employees, technical and clerical, are appoint- 
ed by the commissioner as needed. Location and 
construction parties are under the supervision of a 
district engineer or assistant engineers. State su- 
perintendents or resident engineers are detailed to 
take charge of the construction of State roads and 
bridges. 

The State highway department has charge of all 
steps of construction of State roads and bridges, 
provides standards of construction for local roads 
and bridges, and is required, on request, to provide 
local road and bridge officials with plans, specifica- 
tions, and estimates of cost of such work or to fur- 
nish advice on local road and bridge matters. 

County.— Each county is governed by a board of 
three commissioners, elected for terms of three years 
from the three districts into which the county is 
divided. The county clerk and county treasurer 
are respectively secretary and fiscal agent of the 
board. In each county a county engineer is elected 
every two years. He serves as the county official in 
charge of the road and bridge construction and main- 
tenance instituted under the direction of the board. 
Supervisors are appointed by the board for each 
road district of the county. The commissioner of 
each district exercises supervision over the super- 
visors thus appointed. 

Township.—Boards of supervisors consisting of 
three elective members, are vested with adminis- 
trative powers over local roads and bridges (only 
three counties of the’ State have adopted township 
organization). The township is divided into road 
districts, and an overseer is appointed by the board 
for each district. The township board, cooperating 
with the county engineer, may open and establish 
new highways or alter existing highways. 

Special districts.—These may be authorized by 
the county boards to carry out road improvements 
under the assessment plan. Such districts are ad- 
ministered by a board of three supervisors. This 
board is required to cooperate with the county engi- 
neer in all matters relating to construction and 
assessment of final costs. 

Independent highway districts.—Such dis- 
tricts may be constituted by the county board 
when authorized by a majority of the voters of the 
territory affected. The affairs of such districts are 
administered by a board of three elective directors, 
This board may, under certain conditions, construct 
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and maintain roads and issue bonds to defray the 
cost of construction. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 42,248 miles of public road in Washington are, 
for the purpose of fixing responsibility for control, 
construction, and maintenance, divided into four 
groups, viz, State roads, permanent 
county roads, and toll roads. 

State roads.—These comprise 2,112 miles of 
primary highways and 1,263 miles of secondary 
highways, selected by the State legislature for im- 
provement by the State highway department with 
funds provided by the legislature, the amount avail- 
able for expenditure on each section being specified 
in the appropriation. All surveys required, plans, 
specifications, and estimates of cost, letting of con- 
tracts, supervision of work during progress, and final 
acceptance thereof on completion of roads of this 
group are administered by the State highway depart- 
ment. Convict labor, subject to the control and 
management of the State board of control, may be 
utilized by the State highway department on road 
work coming under their jurisdiction. Maintenance 
of roads of this group is executed by and at the ex- 
pense of the county; maintenance of primary high- 
ways being subject to supervision by the State 
highway department. Funds used by the county 
for maintenance of State reads are taken from the 
county permanent highway maintenance fund. 

Permanent highways.—An improvement under 
the permanent highway laws is initiated by resolu- 
tion by the board of county commissioners, either on 
their own motion or following a petition of the 
owners of two-thirds of the linear frontage of lands 
along the road sought to be improved A certified 
copy of this resolution is sent te the State highway 
commissioner, who is required to make an investi- 
gation to determine if the road designated is of 
sufficient importance to merit improvement under 
the provisions of the act. 
improvement receives the highway commissioner's 
approval, the county engineer, or a construction 
engineer employed by the county board, is directed 
to prepare plans and specifications and an estimate 
of cost of the improvement at county expense. 
These are forwarded to the highway commissioner 
for his approval, rejection, or revision, and returned 
to the county commissioners, who formally adopt 
the approved plans by resolution. 

The work during progress is under the supervision 
of the county engineer or construction engineer. 
Monthly payments covering 80 per cent of the com- 
pleted work may be made when based on estimates 
prepared by the engineer in charge and which bea: 
the approval of the county board and the State 
highway commissioner. Final payments are made 
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when the work has been examined and accepted by 
the State highway commissioner. When the im- 
provement is initiated by petition of the abutting 
property owners not to exceed 85 per cent of the 
total cost is borne by the ‘“‘permanent highway 
fund,” and not less than 15 per cent is borne by the 
owners of the abutting and adjacent property. 
Property so taxed extends not less than 660 feet 
und not more than 3 miles on either side of the 
highways. The land so taxed is divided into three 
zones bearing seven-fifteenths, five-fifteenths, and 
three-fifteenths of the total cost assessed against 
the property, the rate of taxation being inverse to 
the distance from the highway. Maintenance of 
roads of this group is executed by the county from 
the county permanent highway maintenance fund. 
Roads improved by this method may be either State 
roads or county roads, the intent of the law being 
to provide a method of improving roads of local im- 
portance or parts of important State routes. 

County highways.—These comprise all other 
public roads of the State. They are improved at 
the expense of the counties and townships. 

Toll roads.—County roads may be improved by 
and at the expense of private corporations and tolls 
collected from the users thereof. At the expiration 
0! the franchise the roads revert to the public. 


REVENUES. 


State.—State funds for highway improvement are 
raised by a State-wide tax of 1 mill for State high- 
Ways and a State-wide tax of 14 mills for the “‘per- 


manent highway fund.” As the budget system 
prevails in Washington, the proceeds of these taxes 
are appropriated by the legislature for specific pur- 
poses, as follows: 

1. For State roads for the two years 1917 and 1918, 
$1,939,301.28. The routes to be improved and the 
amounts available therefor are specified in the act of 
the legislature. 

2. For the ‘“‘permanent highway fund,’’ $4,992,- 
198.18 to be expended among the various counties 
in the ratio in which collected. 

3. For the support of the State highway depart- 
ment, $64,820. 

The State has thus made available for the two- 
year period $6,996,319.36. 

County.—The county permanent highway. main- 
tenance fund for maintenance of State and perma- 
nent highways and roads of like character is com- 
posed of 5 per cent of the ‘‘permanent highway 
fund,” allotted the county by the State and the 
proceeds from automobile license fees, fines, and 
collections. A portion of the net motor licenses is 
apportioned among the counties in the ratio of $100 
per mile for maintenance of primary highways, and 
the remainder of the fund is applied to maintenance 
of permanent highways and other roads of like 
character. Other funds for county road and bridge 
purposes are obtained by a general county tax of 4 
mills, and a district tax of not more than 10 mills 
levied in each district for road and bridge purposes. 

Township.—The ordinary road and bridge tax 
levied in the township may not exceed 8 mills on 
each dollar of assessed valuation. 








BONDS. 


Counties or townships when authorized by a three- 
fifths majority of the voters of the county or town- 
ship may issue bonds in an amount not exceeding 5 
per cent of the assessed valuation of the county or 
township. The bonds are required to be of the 
sinking-fund type, bear interest at a_rate not exceed- 
ing 6 per cent, and may not run more than 20 years. 

Independent districts may, when authorized by a 
majority of the voters, issue bonds in an amount 
not exceeding 5 per cent of the assessed valuation 
of the district. Such bonds may bear 6 per cent 
interest, and are required to be of the deferred serial 
type, limited to a term of not more then 20 years, 
and may be payable 10 years from the date of 
issue. State bonds for bridge purposes, and county 
bonds for road and bridge purposes outstanding on 
January 1, 1915, amounted to $1,555,000. 


WEST VIRGINIA. 
DEVELOPMENT. 


State participation in road and bridge improve- 
ment in West Virginia is of recent origin, limited in 
amount, although of State-wide scope. State inter- 
est in road improvement may be said to date from 
1907, with the appointment of a State highway in- 
spector, who was empowered to investigate the 
conditions of the roads throughout the State and 
to make recommendations to the legislature concern- 
ing such new legislation as in his opinion would be 
beneficial. The office of public roads, administered 
by a commissioner of public roads, with limited 
supervisory and advisory duties over road and 
bridge matters, was created in 1909 and abolished 
in 1911. The State road bureau was created in 
1913. State financial aid was not annually extended 
until 1917, at which time the State highway depart- 
ment was reorganized and a system of State roads 
was designated. The principal duties of the State 
road officials prior to 1917 were to furnish advice 
and supervision when requested by the county 
officials having charge of local improvement. 

The system of State roads designated in 1917 
comprises about 14 per cent of the total road mileage 
of the State, and will be constructed under the 
supervision of the State highway department. 

The main traveled roads of West Virginia comprise 
about 20 per cent of the total mileage of the State, 
and about one-fourth of these roads, or 1,600 miles 
of the total, have been improved by surfacing. 

Practically all of the road improvement in the 
State has been carried out by the counties, which, 
under the State law, are invested with broad powers 
over road work, subject, however, to limited State 
supervision. 
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The State, during 1916, expended $10,967 for 
support of a highway department and the counties 
expended about $5,500,000 for road and_ bridge 
improvement. 

During 1917 a total of $8,200,000 was expended 
by all road officials of the State. 

West Virginia is traversed by mountain ranges 
from north to south and presents difficult problems 
in road location and construction, although, generally 
speaking, road material of good quality is abundant 
in the eastern and western parts of the State, and 
is scirce in the central portion of the State. 


ORGANIZATION. 


The organization of the road forces of the State 
and the relation existing between them is shown on 
the diagram. 

State.—The State road commission is composed 
of two members, appointed for terms of four years 
by the governor of the State, with the advice and 
consent of the State senate. The members are 
required to be citizens and residents of the State 
and to represent the two leading political parties of 
the State. One member is required to be a practical 
civil engineer of known business qualifications and 
who shall have had at least three years’ responsible 
charge of the construction and maintenance of 
public roads and highways. The other member of 
the commission is required to be of known and suc- 
cessful business qualifications, and one member is 
designated by the governor as secretary-treasurer of 
the commission. 

The commission elects one of its members as chair- 
man and has the power to select and fix the com- 
pensation of such assistants, agents, or employees 
as may be required to carry out its duties. The 
commission collects all the fees due the State under 
the motor vehicle and chauffeur law, issues licenses 
therefor, establishes rules and regulations relative to 
the repair and improvement of class A roads by 
county engineers, tests materials proposed to be 
used in improvements dependeat in whole or in part 
on Federal funds, has the power-to investigate any 
or all expenditures made by the various counties of 
the State for road construction and maintenance, 
and to cause prosecution of officials failing to adopt 
proper methods of construction and maintenance or 
to provide proper supervision and inspection. 

The commission is required to prepare at the ex 
pehse of the county plans and specifications and 
estimates of cost for the improvement of any public 
road of the State when requested by the local 
officials having jurisdiction. 

County.—County road and bridge administra- 
tion is vested in a county court composed of electiv:: 
members designated as judges. The county clerk 
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is clerk of the court and the county sheriff is ex 
officio tax collector and treasurer. The county 
court has power to fix tax rates and provide for the 
collection thereof and to enter into contracts for 
road and bridge improvement. 

The county engineer or county supervisor, ap- 
pointed by the county court for a term of two years, 
is required to be a practical road builder. He is 
executive officer of the court in all matters pertain- 
ing to road and bridge construction and maintenance. 
In matters concerning class A roads, he is subject 
to rules and regulations and orders of the State road 
commission. He is also required to assist the State 
road commission in its campaign of creating public 
interest in road improvement. It is the duty of the 
county engineer or county supervisor at the end of 
each fiscal year to ascertain and to report in writing 
to the county court the amount of money necessary 
to open and keep in repair all main county roads 
und the roads of each of the magisterial districts 
during the ensuing fiscal year. The court may 
amend the report as it may think proper. However, 
the sections of the report showing the amount re- 
quired for maintenance of class A and clas$ B roads 
are used by the court in laying tax levies for road 
purposes. 

The county may be divided by the court into 
sections and a road patrolman appointed for each 
magisterial district who is required to patrol daily, 
except Sunday, the roads of his district and to exe- 
cute such repairs as may be necessary and to super- 


intend persons performing statutory labor on the 
road. 





CONVICT LABOR 


CLASSIFICATION, CONTROL, AND PROCEDURE, 

The 32,024 miles of public road of West Virginia 
are for the purpose of fixing responsibility for con- 
struction and maintenance divided into two groups, 
namely, class A and class B roads. 

Class A roads.—These comprise about 4,600 
miles of road selected by the county courts of each 
county, subject to the approval of the State highway 
commission. These comprise two or more main 
roads of the county, and all roads selected must con- 
nect with similar roads in adjoining counties. Other 
main roads may, on request of the county court, be 
added to this system from time to time with the 
approval of the State road commission. 

Roads of this group are improved with joint funds 
provided by the State and county, the State funds 
for road purposes at the disposal of the State road 
commission being allotted among the counties on the 
basis of class A mileage in each county, conditioned, 
however, that the county provides an equal amount. 
The roads of this group are improved in accordance 
with plans and specifications furnished at the cost 
of the county and approved by the State road com- 
mission. Improvement is executed by the county 
subject to supervision by the State road commis- 
sion or its authorized agent. The work of con- 
struction may be done by force account, convict 
labor, or by contract. 

When by convict labor, convicts not less than 10 in 
number are furnished under contract entered into 
by the State board of control and the county court. 
The work during progress is under general super- 
vision of the State road commission. When exe- 





cuted under contract let by the county court, the 
State road commission is notified in advance of the 
date of letting and is required, if requested, to fur- 
nish the county court for its private use an estimate 
of the reasonable cost of the improvement. Super- 
vision of the work in progress is vested in the county 
engineer or supervisor. 

Monthly payments to the contractor based on an 
estimate prepared by the engineer or supervisor in 
charge are made by the county treasurer on order of 
the county board. Payment of the State’s portion 
ot the cost is made to the county as the work pro- 
gresses by order of the State road commission, the 
payments being based on an estimate prepared by 
the county engineer or county supervisor. During 
the progress of the work, an amount not to exceed 
20 per cent of the contract price is withheld, and on 
completion this amount is not turned over to the 
contractor until the work has been accepted and a 
reasonable time has elapsed. 

Improved roads of this class are maintained by 
county forces with county funds, the maintenance 
being subject to inspection by the State road com- 
mission, or its authorized representative. Future 
allotments to the county may be withheld when 
maintenance is not executed to the satisfaction of 
the State road commission. 

The county engineer or supervisor is required to 
report monthly to the State road commission relative 
to all transactions concerning construction and main- 
tenance and the costs thereot of all Class A roads 
under his jurisdiction. Maintenance may be exe- 
cuted by patrolmen, by force account consisting of 
statutory or paid labor, or sections of road may be 
sold to the lowest bidder. 

Class B roads.—These comprise all other public 
roads of the State and are located, constructed, and 
maintained by county officials with county funds. 
However, on request of the county officials the State 
road commission is required to investigate materials 
proposed for use in improvement of roads ot this 
group, and to advise as to methods of construction 
and maintenance. The amount of work pertaining 
to roads of the group thus voluntarily placed under 
the control of the State road commission is increasing 
each year. 


REVENUES. 


State road fund.—The net revenues accruing 
from the registration and license of motor vehicles 
and chauffeurs are deposited in a fund called the 
State road fund. This fund may be increased by 
appropriations by the legislature. The expense of 
the State road commission, limited by the legislature 
to $63,700 per year for the years 1918 and 1919, is 
paid from thisfund. The remainder, about $276,000 
for 1918, is allotted among the various counties of 
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the State for construction and maintenance of class 
A roads in proportion to the mileage thereof. 
However, counties do not receive both State and 
Federal funds. 

Motor vehicles engaged in transporting passengers 
or freight over regular routes pay a privilege tax in 
an amount determined by the commission. Ninety 
per cent of the tax obtained from this source is re- 
turned to the county or city originating it for main- 
tenance of the roads actually used by such vehicles. 
The remaining 10 per cent is added to the State road 
fund. 

County revenues.—County revenues for road 
and bridge purposes are in part obtained from a 
general levy, laid by districts, on all property at a 
rate not to exceed 15 cents on the $100. In cases of 
emergency it may be increased by an additional levy 
not to exceed 10 cents on the $100. 

The county court shall levy a capitation tax of $1 
per year on all males 21 years of age or over and not 
otherwise legally exempt or may require four days’ 
road work from such persons. 

The county in addition to this may levy a tax of 
25 cents on each $100 for class A roads and in addi- 
tion may levy an emergency tax of 10 cents on the 
$100 when required for such roads, and may set aside 
a part of the general county levy of 30 cents on the 
$100. 


BONDS. 


The county court, when authorized by a three- 
fifths vote, obtained at an election held for that pur- 
pose throughout the county or such portion thereof 
as may be affected, may issue bonds for the purpose 
of road or bridge improvement, or instead of bonds 
a special tax levy for a period not exceeding 10 years 
may be laid. The proceeds obtained from the sale 
of bonds or from the special levy are expended under 
the supervision of the State road commission. 

No State bonds have been issued for road purposes. 
Bonds issued by counties for road and bridge pur- 
poses amounted on July 1, 1917, to $16,941,500. 


WISCONSIN. 


DEVELOPMENT. 


State participation in road improvement in Wis 
consin is of comparatively recent origin, of State 
wide scope, is extended in the form of money aid 
technical advice, and supervision of constructio! 
and inspection of maintenance, and is adminis 
tered through the State highway commission. 

Centralized contro] of road improvement had it 
beginning in the county aid road law passed in 189° 
and was further supplemented in 1907 with the 
enactment of a law requiring the designation of 
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county road system to be administered under the 
supervision of a county highway commissioner in 
each county. The expense incident to the designa- 
tion of these systems was borne jointly by the 
county and township boards. 

In 1907 the State geological and natural history 
survey instituted a free consulting engineering 
service for the benefit of county and township road 
officials. In 1911 a State highway commission was 
created and a policy of State money aid was inau- 
gurated. The State highway commission, whose 
engineering staff is now a division of the State 
department of engineering, has control over the 
system of State trunk highways connecting all 
county seats and towns of 5,000 or more inhabitants, 
the State-aid funds, and supervision of the mainte- 
nance of such roads when constructed. 

State-aid funds have been expended on county 
systems of prospective State highways which when 
completed will form the State highway system. 
‘he improvements have generally been made in 
iccordance with local interests, with the result that 

solated systems of market roads have been created 
ather than improvements of a State-wide system 
onnecting the various sections of the State. 

As the State trunk highway system was not 
uthorized until 1917, little work has been done 
other than designating its location. The system as 
outlined comprises about 64 per cent of the total 
road mileage of the State. 

The county systems eligible for State aid, which 
when completed will form the State highway sys- 
tem, comprise 26 per cent of the total road mileage 
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of the State. In many cases, the two systems of 
roads will overlap, and where this occurs the section 
concerned will be designated a State trunk highway. 
At the close of 1916 about 20 per cent of the total 
mileage of public roads of the State had been hard 
surfaced. 

During the year 1916, $950,000 of State funds 
and $4,120,764 of local funds were expended by or 
under the supervision of the State highway commis- 
sion. The total expenditure during the year by all 
road forces of the State reached $10,570,764. State 
supervision thus extended to 48 per cent of the 
expenditures for road and bridge purposes. 

During 1917 a total of $9,887,000 was expended 
for road and bridge purposes by all road officials 
of the State. 


ORGANIZATION. 


The organization of the forces of the State for 
highway control and improvement and the relation 
existing between them is shown on the chart. 

State.—The State’s participation in highway 
work is exercised through the State engineering 
department headed by the State engineer, who is in 
charge of all engineering work in the State in which 
the State has investment. The State engineer is 
appointed by the State railroad commission. 

The State highway commission is composed of 
five members, two being ex officio members, namely, 
the dean of the College of Engineering of the State 
University, and the State* geologist. The three 
appointive members are appointed, one every two 
years, by the governor for terms of six years. 


The State engineer appoints, subject to the 
approval of the State highway commission, the 
State highway engineer, who, as executive official of 
the State highway commission, is required to secure 
his instructions on engineering matters from the 
State engineer and on all other matters from the 
State highway commission. Such technical assis- 
tants as may be required by the commission are 
detailed thereto by the State engineer. 

In fixing the final location of the State trunk 
highway system the State highway commission was 
assisted by a committee of five members of the 
legislature designated by the governor. 

The State highway commission, subject to the 
above limitations, exercises supervision Over con- 
struction and maintenance of the State trunk high- 
ways and the State highway systems, and allots 
funds at its disposal for the two systems above 
designated to the various counties of the State. 

For administrative purposes the State is divided 
into eight divisions, each in charge of a division 
engineer who reports directly to the State highway 
engineer. 

County.—The county board of supervisors com- 
posed of one supervisor from each town who is 
the chairman of the town board of supervisors, one 
supervisor from each city ward, and one supervisor 
from each incorporated village, has charge of the 


road and bridge affairs coming under the jurisdiction 


of the county. The county clerk and county treas- 
urer are respectively clerk and fiscal agent of the 
board. In counties containing 250,000 or more 
inhabitants authority is vested in a board of super- 
visors, one member, whose term of office is four 
years, being elected from each assembly district. 
The term of the office of members of the regular 
boards is in most cases one year, but any county 
board may by resolution decide that members shall 
be elected for three years. 

Each county board is required to appoint a county 
highway commissioner or to request the State high- 
way commission to designate an acting highway 
commissioner. He is the executive officer of the 
board, subject to the orders of a committee ap- 
pointed by the board and designated as the county 
“State road and bridge committee.”” Members 
may be either members of the board or merely resi- 
dents of the county. In addition thereto, the chair- 
man of the town board is ex officio member of this 
committee when road matters in his town are con- 
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sidered by the board. This committee represents 
the county in all road and bridge work to which the 
county contributes except county-aid bridges costing 
less than $500. 

Town.—Towns are governed by a board of three 
supervisors elected annually, one of whom is desig- 
nated on the ballot as chairman. The town clerk 
and the town treasurer are clerk and fiscal agent of 
the board. In counties containing not less than 
100,000 inhabitants, the term of office of town 
officials is two years. 

The town board appoints one or more superin- 
tendents of highways to superintend construction 
and repair of all roads and bridges under the juris- 
diction of the board. When more than one super- 
intendent is appointed the county is divided into 
suitable districts and each district is placed under 
the jurisdiction of a district superintendent. In 
towns where the highway tax is paid in labor, a 
town road overseer may be appointed who, under 
the orders of the board, exercises supervision over 
district superintendents. The town board has the 
power within statutory limits to levy taxes, issue 
bonds, and to enter into contracts. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The 77,270 miles of public road of Wisconsin are, 
for the purpose of fixing responsibility for control, 
construction, and maintenance, divided into four 
groups, namely, State trunk highways, State high- 
ways, county systems of prospective State highways, 
and town roads. 

State trunk highways.—These comprise about 
5,000 miles of road designated by the State legisla- 
ture to connect all county seats and towns of 5,000 
or more inhabitants. These roads are constructed 
under the supervision of the State highway com- 
mission with funds provided in equal amounts by 
the Federal Government, State, and county. The 
county may assess not to exceed 40 per cent of its 
share of cost to the town or towns benefiting by the 
improvement. The county js also required to 
expend 50 per cent of its allotment of State aid, with 
the accompanying local funds, on the State trunk 
highway system. Improved roads of this group are 
maintained by the county with county funds in 
accordance with the instructions and under the 
supervision of the State highway commission. 


‘Reimbursement of the total cost of maintenance, or 


a portion thereof, is made to the county by the State 
highway commission from funds derived from the 
proceeds of motor-vehicle license fees. 

The program of construction in each county for 
any given year is published by November 1 of the 
previous year in order that the county’s portion of 
the cost may be paid into the State treasury before 
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construction is instituted. If a county fails to 
provide the amount required by law to secure its 
allotment for State trunk highways, the State high- 
way commission is required to notify the secretary 
of State of such failure. The secretary then levies 
a special tax in the county, the proceeds of which 
are placed in the State treasury on behalf of the 
county and are available for construction purposes. 
The State highway commission executes surveys, 
provides plans and specifications, and supervises 
construction. The construction may be -done by 
force account, convict labor with the permission and 
under rules and regulations of the State board of 
control, or by contract. When by contract let by 
the State highway commission, the manner of letting, 
making payments, and final acceptance is decided 
by the commission. 

State highways.—These comprise about 5,070 
miles of public road originally included in the county 
system of prospective State highways, and which 
have been improved at State and local expense 
under supervision of the State highway commission, 
and are maintained by the county with county 
funds under the instructions and supervision of the 
State highway commission. 

‘The county systems of prospective State 
highways.—These comprise about 20,000 miles of 
which 5,070 miles have been improved as above 
described while approximately 15,000 miles remain 
unimproved. These roads may be designated by 
the county boards with the approval of the State 
highway commission for improvement with State 
and local funds. The construction of such roads is 
administered by the county board through its State 
Road and Bridge Committee and County Highway 
Commissioner, in accordance with plans and speci- 
fications approved by the State highway commission. 
On request o1 the county highway officials the high- 
way commission will delegate suitable officials to 
take charge of construction. Inspection may be 
made any time during the progress of the work 
when administered by local officials by a repre- 
sentative of the State highway commission. The 
work may be done by paid labor or by contract let 
by the board through its committee. The approval 
of the State Highway commission is required to all 
contracts let for roads or this group. Partial pay- 
ments may be made by the county treasurer trom 
time to time when recommended by the engineer in 
charge of the work and ordered by the county com- 
missioner of highways. A copy of the approved esti- 
mate submitted by the engineer in charge must 
accompany the warrant drawn on the treasury. 

When at least 50 per cent of the work has been 
completed to the satisfaction of the State highway 
engineer, he then orders the State treasurer to 
transfer to the county treasurer the State’s portion 
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of the cost of the work. The State’s portion may not 
in any case exceed 40 per cent of the total cost when 
the remainder is borne by the county, or 334 per 
cent of the total cost when the county and towns 
share the remainder of the cost. Final payment 
may not be made to the contractor until the work 
has been accepted by the State highway commission, 
and such acceptance in writing has been filed with 
the county commissioner of highways, and the town 
clerk. When the improvement has been completed 
the road becomes a part of the system classed as 
State highways, and is maintained by the county. 
Unsurfaced graded roads of this group are also main- 
tained by the county in accordance with general 
instructions and under the supervision of the State 
highway commission. 

Town roads.—These comprise all other public 
roads in the State. They are controlled and ad- 
ministered by the town boards of supervisors with 
local tunds. The county board is required to allot 
to each town a portion ot the county’s share of the 
State-aid allotment based on the assessed valuation 
of the various towns, to levy a county tax of at least 
equal amount, and to levy against the town a tax 
not more than the county tax nor less than the 
State money allotted. The combined fund thus at 
the disposal of the town must be expended on the 
county system of prospective State highways and 
the location of the improvement is designated by the 
county board which also determines the character 
of the improvement. Bridges may be built on the 
same terms as roads. 


REVENUES. 


State.—Motor vehicle fees collected after July 
1, 1917, are distributed as follows: 

1. After the cost of collection has been deducted, 
one-fourth of the net proceeds is returned to the 
county in proportion to the amounts paid in by the 
residents thereot for the maintenance of the county 
systems of prospective State highways. 

2. There is set aside from the remaining three- 
fourths a sum not to exceed $80,000 ior the use of 
the State highway commission in administering the 
State trunk highway law. 

3. There is then set aside an amount sufficient 
to pay the State’s share of Federal aid construc- 
tion. 

4. The remainder is then allotted for maintenance 
of the State trunk highway system, and is distrib- 
uted among the counties in the ratio that their 
trunk line highway mileage bears to the total mileage 
of the system. 

It is estimated that for administration, the amount 
available to meet Federal aid construction and for 
trunk highway maintenance during the fiscal year 
ending June 30, 1918, will be $1,500,000. 
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An annual appropriation of $785,000 for the fiscal 
years 1917 and 1919 has been made by the legislature 
for allotment to the counties for State-aid construc- 
tion. The allotments are made in the ratio that the 
assessed valuation of each county bears to the total 
assessed valuation of the State. 

An annual appropriation of $65,000 has been 
made to defray the expense of operation of the State 
highway department in the administration of the 
State-aid law. 

Thus the State funds expended by or under the 
supervision of the State highway department, ex- 
clusive of local contributions, will amount to approxi- 
mately $2,350,000 per annum. 

County.—One-fourth of the net proceeds of the 
motor vehicle license fees collected from each county 
is returned thereto as a fund to be applied to main- 
tenance of roads on the county system of prospective 
State highways. The counties are required also to 
maintain portions of the State trunk highway system 
within their limits, and when this is done in a manner 
satisfactorily to the State highway commission, the 
county is entitled to receive its share of the portion 
of the proceeds of motor vehicle license fees devoted 
by law for this purpose. 

Each county is required by law to provide the 
amounts necessary to carry out the Federal aid 
and State aid construction contemplated within its 
limits. To receive its allotment of Federal aid 
money a county must provide a sum at least equal 
to one-half the joint proceeds of the Federal and 
State money. One-half of each county’s allotment 
from the State aid fund must be expended on the 
State trunk highway system at points designated 
by the county board together with an amount at 
least one and one-half times as great to be provided 
by the county. The remaining one-half of the 
county’s allotment of State aid is required to be 
distributed among the towns, villages and cities 
in the county unbenefited by an improvement on 
the State trunk highway system during the same 
year in proportion to their assessed valuations. 
The county is required to provide an amount at 
least equal to the allotment of State aid and to 
assess against the town, village or city a tax in an 
amount not less than the State aid allotted and not 
greater than the county aid allotted. 

Town.—A poll tax of $1.50 per year is levied on 
all male citizens not otherwise exempt between the 
ages of 21 and 50. A property tax is levied at the 
rate of not less than 1 nor more than 7 mills on each 
dollar of assessed valuation. This may be increased 
by a majority vote at the annual town meeting by 
a levy not exceeding 10 mills on each dollar of 
assessed valuation. The total amount so raised is 
limited by statute in accordance with the population 
of the town and may be used either for road or 
bridge construction. Special bridge taxes not ex- 


ceeding a total of $300 per annum may be levied 
each year by a unanimous vote of the board of 
supervisors. The towns are entitled to receive 
county aid in proportion specified by law to aid in 
the construction of all bridges costing more than 
$200 each. Special highway taxes may be levied in 
a similar manner to produce not more than $600 
in any one year whenever the proceeds of the existing 
taxes are not sufficient to carry out the work deemed 
advisable or necessary. 


BONDS. 


Bonds may be issued in a manner prescribed by 
law by counties and towns for road improvement 
purposes. 

Any county board may determine to issue non- 
taxable, semiannual interest payment coupon bonds 
running not more than 20 years to an amount not 
to exceed one-fifth of 1 per cent of the assessed 
valuation of the county. The total amount of these 
bonds outstanding at any one time shall not exceed 
1 per cent of the assessed valuation of the county. 
These bonds shall be in a form approved by the 
State highway commission. 

If it is desired to issue bonds for greater amounts 
than the foregoing, the issue may be submitted to 
the voters of the county on petition of a number of 
voters at least equal to 10 per cent of the number 
of votes cast for governor at the preceding genera! 
election, or by resolution of the county board. If 
the issue is submitted by resolution of the county 
board it may be submitted at a special election on 
a date named in the resolution, otherwise it must be 
voted on at the regular April or November elections. 

Towns are authorized to bond for highway im- 
provement by issuing bonds of the same type as 
those hereinbefore described for the counties. The 
amount of bonds outstanding at any one time can 
not exceed the legal limitation, nor can any bonds 
be issued except after submission to the voters of 
the town at a legally called special meeting, or at 
the annual town meeting previous to which the 
issue must be advertised. The proceeds of town 
bonds are not available to obtain State aid and may 
not be issued unless the county board shall deter- 
mine to issue bonds in a like amount for the improve- 


ment of the roads contemplated to be improved by 
the town. 


The total county and town bonds outstanding on 
January 1, 1915 amounted to $281,078. 


DEVELOPMENT. 

State participation in road work in Wyoming 
is in its initial stage, but provision has been made 
to extend the State system throughout the State. 
The highway commission organized in 1917 has 
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supervision over all bridge work in the State and 
control over the construction of a system of State 
roads designated by the State highway commis- 
sion, and which comprises about 23 per cent of the 
total road mileage of the State. In 1911 the legis- 
lature directed that sections of the present system 
of State roads be improved by means of convict 
labor, and the operating expense of this force was 
borne by the respective counties in which the work 
was done. Practically no permanent construction 
other than machine grading was accomplished. 

Wyoming has an area of 97,594 square miles with 
a population of about 1} persons to a square mile. 
As no navigable streams are found within the State 
and only 1,821 miles of railroad are in operation, 
roads are the principal means of communication. As 
the State does not provide an adequate amount of 
funds, the burden of construction necessarily falls 
to a great extent upon the counties. The soil, 
climatic, and traffic conditions are such that well 
graded and drained earth roads give better results 
than in many other States. However, at the close 
of 1916, 520 miles or 34 per cent of the total mileage 
of the State had been hard surfaced, although the 
greater part of this mileage was located in the Yel- 
lowstone National Park, and had been constructed 
by the United States Government. The total ex- 
penditures during 1916 for road and bridge purposes 
by local officials amounted to $450,000, but during 
that year no funds whatever were expended by the 
State directly for road improvement. 

During 1917 a total of $590,000 was expended by 
all road officials of the State for highway purposes. 


[HIRED & CONVICT LABOR ] 





ORGANIZATION. 

The organization of the road forces of the State 
and the relation existing between them is shown by 
the diagram. 

State.—The State highway commission is com- 
posed of five members appointed by the governor, 
from five divisions of the State, for terms of 6 years, 
not more than three of these members being of the 
same political affiliation. The commission has 
power to enter into contracts and agreements with 
the United States Government relative to con- 
struction and maintenance of roads, and to do all 
things required by the Secretary of Agriculture of 
the United States, to carry out the provisions of the 
Federal aid road act. 

The commission may prescribe methods of cost 
accounting for road construction and require the 
various counties to adopt the same, it may publish 
requirements governing the issuance of certificates 
of competency by the State highway engineer to 
persons who may be employed as foremen or super- 
intendents in charge of the construction of roads and 
bridges, and may prohibit counties from employing 
persons not possessing such certificates. The com- 
mission is empowered by State law to adopt general 
rules governing the letting of contracts for work 
under their supervision. 

The State highway engineer is appointed by the 
commission, acts as its secretary and executive 
officer, and serves until removed by a vote of four 
members of the commission. He is required to be a 
competent civil engineer, experienced and skilled 
in road and bridge work. He employs, with the 
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approval of the commission, such assistants and 
other employees as may be necessary to carry out the 
duties imposed on him by law and the orders of the 
State highway commission. In addition to his 
general supervisory work coming under jurisdiction 
of the commission he is required to furnish plans of 
all bridges and culverts constructed in the State 
which are of more than 5-foot span or which cost 
more than $200, and he is further required to inspect 
same when completed. 

County.—Road and bridge control in the county 
is vested in a board of three county commissioners 
elected by the people, two members for terms of 
two years each and one member for four years. 
When they divide a county into road districts a 
supervisor therefor is elected at each general election 
for county officers. When division is not made, a 
county road supervisor is elected for a term of two 
years. Such supervisors are under the direction 
and control of the county board and may be re- 
moved from office by the board for due cause. The 
county boards have the right to levy taxes within 
statutory limits and to expend the funds so raised. 


CLASSIFICATION, CONTROL, AND PROCEDURE. 


The road mileage of Wyoming, comprising about 
15,000 miles, is divided into two classes for the pur- 
pose of fixing the responsibility for construction, 
control, and maintenance, namely, state roads and 
county roads. 

State roads.—These comprise about 3,100 miles 
designated by the legislature and which have been 
or will be improved by convict labor or with State 
or Federal and local funds. The procedure for con- 
struction is substantially as follows: County boards 
designate a section of State road acceptable to the 
State highway commission and request an allot- 
ment of funds to aid in construction, and agree to 
pay one-half the cost of survey and of investigation. 
The site of the proposed improvement is viewed by 
the State highway engineer or his representative, 
who prepares the plans, specifications, and an esti- 
mate of the total cost thereof. The county board 
by resolution appropriates an amount not less than 
one-half of the estimated total cost of construction. 
The State highway commission may allot State 
funds or request Federal aid in an amount equal to 
50 per cent of the estimated total cost. 

All work done under the direction of the State 
highway commission which has an estimated cost 
of $2,000 or more is let by contract except in those 
cases where convict labor is employed. 

Convicts confined in the State penitentiary may 
be used on State road work under certain conditions, 
which are substantially as follows: 

The county board of commissioners petition the 
State commission of prison labor for convicts. If 


convicts are available, the State commission of 
prison labor equips a gang with guards and sends 
them to the site of work. The county furnishes 
tools and materials and pays the salary of the engi- 
neer in charge of the work and the additional salary 
of the guard, if such is required. 

When the work is done by contract due publicity 
is given and all bids are received and opened at the 
office of the State highway commission in Cheyenne. 
The contract is awarded to the lowest responsible 
bidder, conditioned on his filing a bond acceptable 
to the State highway commission. 

Supervision of the work in progress is vested in 
the State highway engineer and payment from State 
or county funds can be made only with his approval. 
The county’s portion of the cost is paid by the county 
board when the account has been approved by the 
State highwav engineer. 

Maintenance is executed by the county, subject to 
supervision by the State highway officials. 

County roads.—These comprise all other roads 
in the State. They are opened, constructed, and 
maintained by the county boards with county funds. 


REVENUES. 


State.—A State-wide levy of one-fourth mill on 
each dollar of valuation is levied on all taxable 
property throughout the State, and will yield ap- 
proximately $70,000 per annum. 

The State highway commission sets aside from the 
fund representing the one-fourth mill tax a sufficient 
amount to pay all expenses of the commission and its 
employees. An amount not exceeding one-fourth of 
the remainder of the fund is set aside for emergency 
construction or repairs and for additional aid to 
counties. The balance of the fund is expended for 
the construction of roads other than those receiving 
Federal aid. Such roads are designated by the 
commission in conjunction with the respective boards 
of county commissioners, and financial aid is condi- 
tioned on the appropriation by the county boards of 
an amount equal to that provided by the State 
highway commission. 

County.—The road and bridge funds are obtained 
from a tax at a rate not to exceed 3 mills on the dollar 
on all taxable property in the county; 80 per cent 
of the auto-license fees originating in the county; a 
poll tax of $2 per year collected from every able- 
bodied man not otherwise legally exempt between 
the ages of 21 and 50; by revenues from an inheri- 
tance tax in effect in this State; 25 per cent of the 
revenues collected by the United States forest 
reserves in the State is delivered to the treasurer of 
the State, who distributes it among the counties in 
which the reserves are located. This fund is divided 
between the road and school funds. No State and 
county bridge bonds are outstanding. 
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TO CHANGE OHIO ROAD DEPARTMENT. 


A bill has been introduced in the Ohio Legisla- 
ture to reorganize the highway department of that 
State. It abolishes the present nonsalaried ad- 
visory board and increases the salary of the com- 
missioner from $4,000 a year to $6,500, provides a 
chief engineer at $5,000, three assistants at $4,000 
each, a fiscal secretary at $4,000, and 11 district 
engineers at not to exceed $3,600. It would add 
more than $2,000,000 to the highway fund by re- 
storing the half-mill levy, which was cut to three- 
tenths mill in 1914. Another bill provides for the 
patrol system for maintenance of improved roads. 


HOUSTON-SAN ANTONIO HIGHWAY. 


The first contract for the fine highway planned 
between Houston and San Antonio, Tex., has been 
let. It calls for $72,000 work in Fayette County. 
The estimates of the State department call for an 
expenditure of $341,000 right away on the project, 
of which $118,000 will be Federal aid. 


FLORIDA ROAD BUILDING. 


Florida is making plans to resume the road- 
construction work interrupted by the war. Bonds 
totaling hundreds of thousands of dollars had been 
sold or voted by counties before the war cut short 
road building. Ending October 31, 1918, the State 
road department had available $285,203 Federal-aid 
money, $1,906,105 from various counties, $139,605 
from the automobile license tax for road building 
and repair, and a total of $1,065,445 from the auto- 
mobile license tax for maintenance during 1918. 


ASSESS LAND FOR ROADS. 


In considering the measure now before the Okla- 
homa Legislature providing for a $50,000,000 bond 
issue for roads the house committee has voted to 
assess property for the first half mile back from the 
rord at 10 cents an acre, for the next half mile 8 
cents, for the next 6 cants, the next 4 cents, and the 
hext 2centsanacre. This is regardless of valuation. 
Railroad companies are to pay $15 a mile, telegraph 
companies $4, and telephone companies $2. This 
assessment is for maintenance purposes only. 


REIMBURSING JERSEY COUNTIES. 


The New Jersey highway commission has set aside 
$500,000 from the 1920 highway tax to reimburse 
counties which have built roads under the system of 
highway construction in that State. This money 
will be available about July 15 for Monmouth, Mid- 
dlesex, and Morris Counties. 


MONTANA ROAD PROJECTS. 


About 30° highway projects will be ready for 
pushing in Montana by the time the season is right 
for road building. They will cost about $800,000, 
half of which will be furnished by the Government. 
Other State-aid projects are under way, and the 
State commission will cooperate with counties and 
private subscribers in the construction of the 
Anaconda-Hamilton road, which will shorten the 
distance between the two places from 150 to 72 
miles. 


ILLINOIS PLAN FOR TENNESSEE. 


The “Illinois plan’’ for good roads is in operation 
in that State and is working well. By its provisions 
the State issues bonds to be paid entirely by direct 
tax upon auto owners. This arrangement enables 
the roads to pay for themselves in a few years and 
gives a profit paying investment to the automobilists, 
as the additional tax is not equal to the sum saved 
in gasoline and repairs. The people of Illinois voted 
on a $60,000,000 bond issue and they will build 4,400 
miles of concrete roads connecting all towns of 2,000 
and more population. The plan in Tennessee 
would cost $40,000,000, it is estimated. South Caro- 
lina and Georgia are agitating the adoption of this 
scheme for good roads and Tennessee may well con- 
sider it.— Nashville (Tenn.) Tennessean. 


WOULD CHANGE STATE CONSTITUTION. 


If the constitution of Iowa will not permit the 
issuance of bonds for the construction of highways, 
we should change the constitution at the earliest 
possible moment. If there is to be a comprehensive 
system of highways in the State, it will never come 
about if each county is to take its own time and 
way. It will result in a patchwork of good highways 
and poor highways.—Storm Lake (lowa) Pilot-Tri- 
bune. 
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Report of the Director of the Office of Public Roads for 1916. 
Report of the Director of the Office of Public Roads for 1917. 


OFFICE OF PUBLIC ROADS BULLETINS. 


*Bul. 28. The Decomposition of the Feldspars (1907). 10c. 

32. Public Road Mileage Revenues and Expenditures in 
the United States in 1904. 5c. 

*37. Examination and classification of Rocks for Road 
Building, including Physical Properties of Rocks 
with Reference to Their Mineral Composition and 
Structure. (1911.) 15c. 

*43. Highway Bridges and Culverts. (1912.) _ l5c. 

*45 Data for Use in Designing Culverts and Short-span 
Bridges. (1913.) 5c. 

48. Repair and Maintenance of Highways (1913). 
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Object-Lesson and Experimental Roads and 
Bridge Construction of the U. S. Office of 
Public Roads, 1912-13. 5c. 

105. Progress Report of Experiments in Dust Pre- 

vention and Road Preservation, 1913 

136. Highway Bonds 


220. Descriptive Catalogue of Road Models of Office 
of Public Roads. 
240. Oil Mixed Portland Cement Concrete 


249 Portland Cement Concrete Pavements for Coun- 
try Roads. 

257. Progress Report of Experiments in Dust Pre- 

vention and Road Preservation, 1914. 

Construction and Maintenance of Roads and 

Bridges, from July 1, 1913, to December 31, 
1914. 10c 

314. Methods for the Examination of Bituminous 
Road Materials. 

347. Methods for the Determination of the Physical 

Properties of Road-Building Rock. 

Relation of Mineral Composition and Rock 
Structure to the Physical Properties of Road 
Materials. 10c 

370. The Results of Physical Tests of Road-Build- 

ing Rock. 

Brick Roads. 

386. Public Road Mileage and Revenues in the 
Middle Atlantic States 

387. Public Road Mileage and Revenues in the 

Southern States 
. Public Road Mileage and Revenues in the New 
England States. 

389. Public Road Mileage and Revenues in the 

Central, Mountain, and Pacific States, 1914. 


*284 


390. Publie Road Mileage in the United States. A 
summary. 

393. Economic Surveys of County Highway Im- 
provement. 


407. Progress Reports of Experiments in Dust Pre- 
vention and Road Preservation, 1915. 

414. Convict Labor for Road Work. 

463. Earth, Sand-Clay, and Gravel Roads. 

. The Expansion and Contraction of Concrete 

and Concrete Roads. wis 

537. The Results of Physical Tests of Road-Building 
Rock in 1916, including all Compression 
Tests. 

555. Standard Forms for Specifications, Tests, Re- 
> and Methods of Sampling for Road 

aterials : 
. Report on Experimental Convict Road Camp, 
Fulton County, Ga : 
s Reports ot Experiments in Dust Pre- 
vention and Road Preservation. 1916. 
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Dept. Bul. 660. Highway Cost Keeping. 
670. The Results of Physical Tests of Road-Building 
Rock in 1916 and 1917. 
691. Typical Specifications for Bituminous Road 


Materials. 

704. Typical ee for Nonbituminous Road 
Materials. 

724. Drainage Methods and Foundations for County 
Roads. 
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. Progress Report of Experiments with Dust Preventa- 
tives, 1907. 
*90. Progress Report of Experiments in Dust Prevention, 
Road Preservation, and Road Construction, 1908. 5c. 
. Progress Report of Experiments in Dust Prevention and 
Road Preservation, 1909. 5c. 
*94. Progress Reports of Experiments in Dust Prevention 
and Road Preservation, 1910. 5c. 
98. Progress Reports of Experiments in Dust Prevention 
and Road Preservation, 1911. 
*99. Progress Reports of Experiments in Dust Prevention 
and Road Preservation, 1912. 5c. 
*100. Typical Specifications for Fabrication and Erection of 
Steel Highway Bridges. (1913.) 5c. 
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Motor Vehicle Registrations and Revenues, 1914. 
5c. 

52. State Highway Mileage and Expenditures to Janu- 
ary 1, 1915. 

59. Automobile Registrations, Licenses, and Revenues 
in the United States, 1915. 

62. Factors of Apportionment to States under Federal 
Aid Road Act Appropriation for the Fiscal Year 
1917. 

63. State Highway Mileage and Expenditures to Janu- 
ary 1, 1916. 

65. Rules and Regulations of the Secretary of Agricul- 
ture for Carrying out the Federal Aid Road Act. 

72. Width of Wagon Tires Recommended for Loads of 
Varying Magnitude on Earth and Gravel Roads. 

73. Automobile Registrations, Licenses, and Revenues 
in the United States, 1916. 

74. State Highway Mileage and Expenditures for the 
Calendar Year 1916. 

77. Experimental Roads in the Vicinity of Wash- 
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F. B. 338. Macadam Roads. 
505. Benefits of Improved Roads. 
597. The Road Drag. 


YEARBOOK SEPARATES. 


38. State Management of Public Roads; Its Devel 
opment and Trend. dc. 

712. Sewage Disposal on the Farm. 5c. 

727. Design of Public Roads. 

739. Federal Aid to Highways. 
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Vol. 5, No. 17, D-2. Effect of Controllable Variables Upon the 
Penetration Test for Asphalts and 
Asphalt Cements. 

Vol. 5, No. 19, D-3. Relation Between Properties of Hardness 
and Toughness of Road-Building Rock. 

Vol. 5, No. 20, D-4. Apparatus for Measuring the Wear of 
Concrete Roads. 

Vol. 5, No.24,D-6. A New Penetration Needle for Use in 
Testing Bituminous Materials. 

Vol. 6. No. 6, D-8. Tests of Three Large-Sized Reinforced- 
Concrete Slabs under Concentrated 
Loading. 


*Vol. 10, No. 5. D-12. Influence of Grading on the Value of 
Fine Aggregate Used in Portland 
Cement Concrete Road Construction. 
15c. 

Toughness of Bituminous Aggregates. 

Tests of a Large-Sized Reinforced-Con- 
crete Slab Subjected to Eccentric 
Concentrated Loads. 
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